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Route your shipments to and from the 
Orient "a AMERICAN MAIL LINE. 
President Liners, traveling over the short, 
fast route to and from the Orient, save you 
time, money and interest costs. A President 
Liner sails from Seattle every other Satur- 
day; one arrives in Seattle from the Orient 
every other Tuesday, on schedules regular as 

clockwork. 


A fleet of express cargo liners with regular 
frequent sailings to Japan, China, Hongkong 
and the Philippines augments this service. Ship 
via Seattle on American Mail Line ships. 










For information, apply desk No. 6 
Di Watt Bereet. .cccccvccccsvces New York 
1714 Dime Bank Bldg............. Detroit 
110 So. Dearborn St........-.c0e- Chicago 
Union Trust Bldg. Arcade....... Cleveland 


General Freight Office 
14@ Stuart Building. .......ccccccse Seattle 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 





Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 


OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


ANYWHERE IN THE U.S. = i and Houston, Texas 
- ; . ~ SAILINGS: 


From Philadelphia ....... Wednesdays and Saturdays 


From Norfolk to Houston. ............. Thursdays 

From Houston to Philadelphia . Mondays and Thursdays 

From Houston to Norfolk ............... Mondays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: MI 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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When you wish to ship anything, all that is necessary to 
summon Railway Express isa telephone call. That simple 
operation snaps into instant action the nation-wide organ- 
ization of swift trains, trucks and experienced men, 


SHIP THROUGH ” 
whether you wish to ship one little package or a hundred 


Tt 
big ones. A Railway Express truck will pick up your WILMINGION ‘ 
y 


shipment, speed it to fast passenger trains to be rushed on the Delaware 
? 





to destination. A receipt will be taken from consignee to 





IN 
prove safe delivery. Pick-up and delivery service in all 

principal cities and towns, at no extra charge. e For infor- Ql 
mation or service phone nearest Railway Express Agent. 

Di 

RAILWAY EXPRESS : 

AGENCY INC. We solicit specific inquiries relating to D 

our facilities, our rates and terms. 
NATION-WIDE RAIL-AIR SERVICE Charles H. Gant, Manager 2 





WILMINGTON MARINE TERMINAL 
Wilmington Delaware 
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Erie picks it up at your door 


OU can ship your L.C.L. freight 

C. O. D. via the Erie. Broadening 
its door-to-door service, Erie not 
only picks up and delivers your 
goods—but it now collects the money 
value of the shipment as well. 


RIE does the whole job—assumes 
full responsibility. You have the 
satisfaction of dealing with but one 
dependable agency. Your shipping 


and collection details are simplified. 


HEN you use Erie C.O.D. serv- 
ice your shipment is speedily 


delivered—your cash is quickly re- 
turned. Call an Erie representative 
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NORTHERN 
RAILWAY 


FAST, DEPENDABLE FREIGHT SERVICE 


Between ..ST. PAUL, MINNEAPOLIS, DULUTH, veh 
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OAKLAND, SAN FRANCISCO, VANCOUVER and 8 

VICTORIA, B. C., and Intermediate Points. 2 
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LOW WINTER EXCURSION FARES...NOW; “ 
pet 

For Luxurious Travel via SCENIC GLACIER PARK a 

ROUTE between CHICAGO, TWIN CITIES, P 

SPOKANE, TACOMA, PORTLAND—other arr 

NORTHWEST CITIES—CALIFORNIA. : = 


Take the AIR-CONDITIONED 


EMPIRE BUILDER 


Between TWIN CITIES and WINNIPEG 
The WINNIPEG LIMITED 
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VOLUME LVI 


Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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THAT JEWEL, CONSISTENCY 


ITH what inconsistency—not to say idiocy—some 

folks deal with transportation problems, is illus- 
trated by the action taken by the American Farm Bureau 
Federation in Chicago last week. Of course, it had to 
deal with transportation and, in doing so, it must appear 
broad and sane. So it adopted a resolution declaring that 
the railroads should have “freer opportunities to meet 
competition.” Then it adopted other resolutions oppos- 
ing the water carrier bill, urging completion of the St. 
Lawrence Waterway, the Lakes-to-the-Gulf waterway, 
the inland waterways of the northwest, and of such other 


waterway projects as have been approved by the army 
gr. 


€ engineers “so as to reduce the nation’s freight bill,” and 
—_ opposing regulation of motor carriers further than neces- 
ent sary to insure public safety and protect the highways. 

aif. It would seem that even the American Farm Bureau 


Federation could see that, whether better opportunities 
for the railroads to meet competition are desirable or 
not, the program it proposes certainly would make them 
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impossible instead of promoting them. But we suppose 
somebody had to present some resolutions saying some- 
thing about transportation; those charged with the task 
were utterly incompetent to perform it; and the member 
body voted without listening to what it was voting for. 
Thus do we dispose of weighty problems. 


CONFUSION AS TO LABOR 


AS there ever anything more confusing than the 

situation with respect to railroad labor? In the 
first place, the emergency transportation act protects it, 
in definite ways, so far as the acts of the Federal Coor- 
dinator of Transportation are concerned, The Coordina- 
tor holds that these restrictions apply to action taken 
by the railroads on their own initiative as well as to 
what he may do; the railroads agree to this and act ac- 
cordingly. However, the railroads and the Coordinator 
agree that, even under that interpretation of the law, 
there is now a considerable “leeway”; in fact, upwards 
of a hundred thousand railroad employes could be dis- 
charged in the effecting of economies, if desired. But, 
though the Coordinator continues to insist that economies 
should be effected and the railroads constantly assert that 
they would like to effect them but are prevented by the 
emergency transportation act, the Coordinator does not 
order them to do so nor do the railroads do anything 
about it to the extent that they would be able to do it in 
consideration of this “leeway.” 


Now the labor unions are complaining of Coordina- 
tor Eastman’s insistence that there shall be consolidation 
of terminals, pointing out that such a policy would cause 
many heads of employes to fall into the basket. Mr. East- 
man, in reply, points out that, even if he ordered these 
economies, little could come of it because, “in the first 
place, the protection of section 7b would remain. In 
the second place, it would be a physical impossibility for 
me to prepare and issue orders except in a few test cases. 
In the third place, orders would not be necessary unless 
the railroads were hostile to the plans proposed, and op- 
position on their part, added to the opposition of the em- 
ployes, would inevitably result in an appeal to the Com- 
mission and protracted hearings before that body before 
anything was actually done. While I did indicate to the 
railroad executives that I might feel it my duty to issue 
orders, in default of action on their part in harmony 
with the provisions of the emergency act, I also indicated 
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that I had no great expectation of important accomplish- 
ments through such procedure.” 

In other words, the railroads, though they talk much 
about being prevented by the labor provisions of the 
emergency transportation act from doing what they 
would like to do, still do not do what they might do even 
under the law as construed, and the Coordinator, though 
he talks much of what the railroads should do in this 
respect and the possibility or probability of his having to 
issue orders to compel them to action, points out that 
little could come of such orders. 

Is there any motive or purpose in all this other than 
to make talk about economy and at the same time con- 
ciliate labor by doing nothing and pointing out to it 
that, even if it were desired to do something, nothing 
worth while could be done? If so, we fail to discover 
it. If the railroads do not intend to do anything and the 
Coordinator does not intend to order them to do it or 
thinks that such orders would be worth little, why 
doesn’t everybody stop talking about it—except those of 
us who think something should be and could be done? 


WATERWAY POLICIES 


UST what Secretary Dern, of the War Department, in 

his annual report as Governor of the Inland Water- 
ways Corporation, meant when he said that federal regu- 
lation was needed to curb “cutthroat competition” and 
that “some of these forms of transportation are destruc- 
tively competitive rather than cooperative,” we do not 
quite know, but we assume he was defending waterway 
transportation against what he considers destructive com- 
petition by the railroads. Of course, the waterway oper- 
ators, with their unregulated rates and their freedom 
from any charge for the use of public waterways as a 
place of doing business, offer no unfair competition to 
the railroads! He attempts to turn aside any such sug- 
gestion or suspicion by the statement that “barge traffic, 
being limited to the streams, competes with the railroads 
to only a limited extent.” That was the old cry about 
motor truck competition, but it finally wore itself out. 
Whether the competition is large or small, it ought to be 
on a fair basis, and it does not. speak well for either the 
fair-mindedness or the good sense of a government official 
that he continues to advocate the present rotten system 
—but, of course, government officials know little about 
the subjects with which they deal, which is one of the 
reasons why extending government ownership to other 
transportation agencies than the federal barge line would 
be foolish. 

Remarks made by Secretary Dern bring up again 
the question of why the War Department applies sound 
accounting to the operations of the Panama Canal but 
not to the operations of the government barge line. 

“The War Department,” says Secretary Dern, “in 
addition to its numerous other nonmilitary tasks, op- 
erates the Panama Canal, administers the government of 
the Canal Zone, and directs the operation of the Federal 
Barge Line on the Mississippi, Missouri, and Warrior 
rivers. Since it controls this publicly-owned transporta- 
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tion system and also the publicly owned Panama Rail. 
road and Panama Steamship Line, it is engaged in th 
common-carrier business to an extent which should mak 
possible some sort of a comparison between public anj 
private ownership of such facilities.” 

‘ Why this paragraph was inserted in the report yw 
do not know. Maybe the thought back of it was to sug. 
gest that a case for government ownership might be made 
out. We are under the impression that the governmep} 
owns and operates the Panama Canal dnd related actiyj. 
ties for reasons other than making a comparison betwee; 
public and private ownership. As to the government 
barge line, for instance, the government is supposed to 
be making a demonstration to show that private opera. 
tion may succeed on the inland waterways. 


Whatever may have been the reason for the remarks 
made by Secretary Dern, we think he has put himself 
“on the spot” with respect to accounting, since he sug. 
gests a comparison between public and private ownership 
and the War Department, in its operation of the Panama 
Canal, takes into consideration the cost of capital while 
in its operation of the government barge line, it does not. 
Business operated under private ownership is forced to 
take into consideration the cost of capital. The govern. 
ment may or may not do so, as is so well illustrated in 
the cases of the Panama Canal and the government barge 
line. If the Secretary wishes to make a fair comparison 
between public and private ownership of services on the 
inland waterways, he cannot do so unless he includes an 
estimate as to the cost of capital that has been put into 
the government barge line and computes interest on that 
capital investment, as he does in the case of the Panama 
Canal. 


If Secretary Dern wishes to face the facts with re 
spect to the financial results of government operation of 
the barge line, why does he not have applied to that oper- 
ation the accounting system applied to the Panama 
Canal? That system is explained as follows in the last 
annual report covering the operations of the Panama 
Canal: 


The accounting system fixes July 1, 1921, as the close of the 
construction and development period of the Panama Canal, and 
all interest on United States Treasury funds advanced up to 
that date has been capitalized. Capital interest subsequent 
to that date, while not included on the balance sheet, is consid- 
ered as a statistical charge to operating expenses for compari- 
son with net revenues. Additions to the capital-investment ac- 
count are made from time to time by the inclusion of the cost 
of new capital additions (such as Madden Dam); deductions are 
made of the amounts of withdrawals and retirements of capital 
assets, such as through the sale of property or the absorption 
of value of buildings or equipment through charges for de- 
preciation. 

Based on the foregoing principles, the capital investment 
at the beginning of the fiscal year 1935 stood at $543,744,707.09. 
Interest at 3 per cent on this amount is $16,312,341.21, and such 
interest is considered a charge to operating expenses for the 
year. ; 

At the end of the fiscal year 1935, following the same pril- 
ciples, the capital investment was $546,636,490.05, and the in- 
terest charge for the fiscal year 1936 will be computed on that 
amount. 

The net revenues of the Canal during the fiscal year 1935 
amounted to $14,519,506.01 on canal operations and $1,021,216.61 
on business operations, a total of $15,540,722.62. With respect 
to the capital investment of $543,744,707.09 at the beginning of 
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0 Sug- 

€ Made 

Pnment It may have nothing to do with affairs 

actiy). 9 Christmas Might in Washington, but on this Christmas eve 
I o Ual- it might not be harmful to the soul of any- 

etween me Become one to consider the possibility of the sup- 

Tmen} versal Holiday posedly Christian holy day becoming the 


holy day of a very large part of the world, 
Sed to I% without offense to anyone’s religious beliefs. It derives from 
s0 many sources, it might be suggested, that full knowledge of 


Opera. 

om it would enable non-Christians to adopt it as their own. Then 
everyone might have a greeting for every other one, without 

marks subscribing to the tenets of Christians. Each could have his 


: own greeting for the one big holy day of the winter solstice. 
imself Are there any worshippers of Saturn, they could revive the 
> sug. old name, Saturnalia. Might there be any who have Odin or 

: Thor in their religious composition, they could regard it as 
rship [% jul, or Yule, giving it the present English form. The ob- 
servers of the older religions might not be able to agree in all 





— things about the day. But even Christians have been known 
While to disagree about the day. Disagreement makes for interest 
§ not. in life, if not for progress. 
ad to World dominion has been the dream of practically every 
i religion because, in a short time after it has been started, gov- 
vern- ernment has taken hold of it, the United States, thus far, being 
od in an exception. But this country is not very old. Inasmuch as 
the world seems to be going back to absolutism, perhaps the 
arge time will come when the United States will be promoting some 
‘ison religion—because those in charge of its government will feel 
they need the support of a religious organization as backing. 
| the Then it may become obligatory to say, “merry” something 
S an else as a Substitute for a hearty “Merry Christmas!” 

into 
that Seven or eight years ago the 
—_ Minnesota Fire Claims Railroad Administration thought it 
? a had settled equitably all the claims 

Break into Bright against the government for losses 

Flame Again sustained by citizens of four coun- 
re- ties in Minnesota in a fire set by one 
. of or more of the railroads under federal control, October 12, 1918. 

It paid $12,700,000 on court judgments and on releases from 
2er- liability signed by claimants, who had filed claims for about 
ma $27,000,000 or sued in court. 

, But Congress, at its last session, by implication, said: “No, 
ast you have not done justice.” The statement was made in the 
ma form of an act providing for the payment of substantially the 

remainder of the claims. It is estimated that will cost the 

government from $12,000,000 to $15,000,000. Originally 15,003 
the suits were entered and the total of claims was about $73,000,000, 
an before sifting or editing. 

to Settlements were made by the Railroad Administration 
at under an agreement as to the handling of the claims after the 


id- Supreme Court of Minnesota held that, if a fire started by a 
railroad united with a fire or fires of an unknown origin, it 


Tl- 
” Was a question of fact to be determined by a jury whether or 
st not the fire started by the railroad was a material or sub- 
re stantial element in creating damage, and, if it were, the rail- 
al road so starting the fire would be liable for all damages to 
on which the fire started by it substantially contributed. 
e- Agreement as to how the claims were to be handled was 
made at a conference called by President Harding, in which 
at Senator Kellogg, of Minnesota, and many of the lawyers for the 
9, Claimants took part. Under that agreement settlements were 
h to be made outside the special courts set up for that purpose 
e by the legislature of Minnesota, in which five judges were pre- 
Siding. It was agreed that settlements were to be made at not 
m more than 50 per cent of the claim. Claims in regions remote 
., from the railroads were made on a lower percentage basis. 
t According to report, a number of the claims were taken 
by attorneys for the claimants on a 40 per cent contingent fee 
5 basis. Settlement by the government on a 50 per cent basis, 
1 therefore, left either the claimant or his agent, if not both, dis- 
t Satisfied after the settlement was made. 
f Agitation for full payment of the claims resulted in legis- 


° 
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lation at the last session of Congress on the theory that the 
claims constituted a “moral” obligation on the part of the 
government, notwithstanding the settlement. Interest is to be 
paid on the claims. 

Opponents of the legislation regarded it as merely a raid on 
the treasury. Up to date, that branch of the government has 
paid about $450,000 under the recent act of Congress. 

The fire caused the death of 450 persons and the injury of 
about 1,200 and destroyed buildings and forests over an area 
of between 1,500 and 2,000 square miles, the town of Cloquet 
being wiped out. About 4,000 homes and 5,000 barns were 
burned. Immediately after the fire no one seemed to think there 
was any liability on the part of the railroads under federal 
control. Minnesota state authorities, according to the story 
of the disaster recited by the Railroad Administration in its 
report for 1924, found that about 100 fires were in existence 
in the area on October 12, 1918, when a gale whipped up the 
flames and spread them over a wide area. But when it was 
shown that a spark from an engine somewhere in tne area set 
a fire, every sufferer seemingly laid the blame on the railroads, 
then being operated by the government, and the Treasury be- 
came the “cynosure of all eyes,’ as the country newspaper 
correspondent used to say of the debutante. 

And now that cynosure is due to pay out still more money, 
with interest added to the claim. 





Some men in public life must hold a 

On Deciding conviction that it is safe for them to assume 

. that all the people are dumb all the time. 

Disputes Before Only in that way, it might be suggested, 

They Arise could some of them hope to obtain and re- 

tain public favor by proposing that the 

Supreme Court say that a statute is or is not unconstitutional 
before there is a real dispute involving real money. 

At present, no court will pass on such a question unless it 
is actually bound up in a fight between citizens or between 
citizens and officers of the government, loss of which will cost 
the loser real money. Stage money losses the courts will not 
look at if they know it. 


Governor Hoffman, of New Jersey, a Republican, and Sena- 
tor Lonergan, of Connecticut, a Democrat, are all het up about 
the turmoil caused by uncertainty about the constitutionality 
of statutes. They propose doing something about it, by means 
of an amendment to the Constitution. The governor tentatively 
proposes to change the Constitution so as to compel the Supreme 
Court to make decisions before there is a real contest between 
parties. Senator Lonergan proposes to set up a new court to 
pass on the constitutionality of measures before they are en- 
acted. It is to be composed of some judges picked because of 
their political affiliations and some without regard to their 
politics, from among present judges, or something like that. 


The Dred Scott case is the historical example of a statute 
being declared unconstitutional many years after its enactment. 
There is weeping, in print, on that account, though not one of 
the weepers has ever pointed out that anybody was hurt by the 
statute before the courts dealt with it. When a dispute arose 
that invoked real money or property a case was brought and 
decided in accordance with the requirements of the Constitu- 
tion. There are some who doubt that it was a bona fide case. 


Early in its history, the Supreme Court decided that it 
would not decide questions unless they arose in connection with 
a real fight between persons; that is, it would not make de- 
cisions until a case arose. 

The reason for that is obvious and sound. The words on 
paper constituting a statute never have hurt anyone and never 
will. It is only when someone starts enforcing what Congress 
has said that the hurt comes. Then, and then only, will the 
courts take up the question. Then they will be in position to 
have all the facts brought before them. Then they will be 
dealing with conditions, not theories. 

Often the dispute arises because the enforcing officer con- 
strues the statute one way while the citizen construes it in 
another way. The dispute is real. Facts can be brought for- 
ward to show why the statute in and of itself is unconstitutional 
or would be against the terms of the fundamental law if applied 
in the way proposed. It would be a sad day for the ordinary 
citizen, if after an act were passed, a government officer and 
someone in sympathy with him could go before a court and 
obtain an opinion on a statute before there was an honest-to- 
God fight between them as to the meaning and effect on the 
property of the citizen or his rights. 

Yet, in substance, that is believed by many to be the actual 
meaning of proposals such as have been made by Governor 
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Hoffman and Senator Lonergan, not to mention other public 
men who should know better. 





Harper Sibley, president of the 
Chamber of Commerce of the United 
States, knowing something about insur- 
ance, has been doing some figuring on 
the cost of the social insurance for which 
the last Congress made provision. It 
made that provision notwithstanding the fact that private com- 
panies, for almost as long as there has been a government of 
the United States, have been writing insurance. But they have 
not dubbed it “social,” that adjective that is being as much 
overworked as ‘service’ was a few years ago. 


If a young man of 25 who comes under the social security 
act, according to Mr. Sibley, earns an average of $150 a month 
until he is 65 years old, he will have paid in taxes on his pay 
roll a total of $3,780 to obtain a pension of $61.25 a month. 

Through a private insurance company, asserts Mr. Sibley, 
he could obtain a pension of the same amount at a cost aggre- 
gating only $2,768. His dependents, still according to Mr. Sib- 
ley, would receive much more liberal benefits in the event of 
his death before reaching retirement age than the government 
would give. 

That is to say, if the young man who is to be taxed would 
accept the private company’s offer, he could have $1,000 more 
for making “whoopee” than he would have after the government 
had collared him and made him pay taxes for something hard- 
fisted business men were ready to sell him now, without having 
to keep up a lackadaisical staff of expensive government 
workers.—A. E. H. 


WATERWAY POLICIES 
(Continued from page 1060) 


Government Social 
Insurance Right 
Expensive 


the year, this revenue represents a return of 2.86 per cent. The 
corresponding figure for 1934 was 3.37 per cent and for 1933 was 
2.23 per cent. | 

Can it be that the War Department figures interest 
in the case of the Panama Canal because, even doing that, 
it is able to point to net revenues of substantial amount, 
but does not do so in the case of the government barge 
line because, if it were done from the inception of the 
service in 1918, there would be a tremendous deficit to 
report? The last annual report of the Inland Water- 
ways Corporation, the government barge line agency of 
which the Secretary of War is governor, shows “total 
investments” as of December 31, 1934, of $23,515,738.16. 
This figure stood at $24,692,754.72 at the end of the pre- 
ceding year. If, beginning with 1918, the Panama Canal 
accounting system had been applied to the government 
barge line, and the investment had been built up as it 
has been in the case of the canal and interest at 3 per 
cent had been figured each year, there would be nothing 
for the government officials to point to With pride. 


General Ashburn, president of the Inland Water- 
ways Corporation, according to the report of the special 
committee of the House of Representatives on government 
competition with private business, which recommended in 
its report (see Traffic World, February 11, 1933, p. 287) 
that the service of the Federal Barge Line be discon- 
tinued and liquidated by sale to private enterprise, said 
that interest on the investment of the government “is not 
an item with which the corporation should properly be 
charged.” 

“The Inland Waterways Corporation,” said the 
House committee report, “has taken into its accounts, as 
income, the interest which funds of the United States 
government, appropriated for the use of the corporation 
and not expended by the corporation, have earned from 
the banks in which that money was deposited. During the 
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period of its existence the corporation has thus receive 
as interest the sum of $288,278.72.” 

We should much like to have a word from the Seer. 

tary of War comparing, not public and private ownership, 

* but the different ways in which two government depart. 

ments under his supervision treat the matter of interest, 


APPOINTMENTS TO COMMISSION 


President Homer S. Snow, of the Associated Traffic Clu}; 
of America, has, under date of December 13, written the folloy. 
ing letter to President Roosevelt: 


The terms of Interstate Commerce Commissioners Aitchison anj 
Porter will expire December 31, 1935. In the matter of their rp. 
appointment or the appointment of their successors, I desire to cajj 
to your attention the position of The Associated Traffic Clubs of 
America, which is that none but men qualified, not only by character 
and general ability, but by experience and training, for these im. 
portant positions, involving technical knowledge, be appointed. Yoy 
made such an appointment in the recent case of Mr. Caskie and 
we venture to hope that your future appointments will be of the 
same kind. We have no individuals to favor, our position applying 
only to principles. We believe the kind of men we desire in these 
positions can be obtained without disregarding the practical demands 
of geography and political affiliation or expediency. 

The Associated Traffic Clubs of America is composed of 71 men- 
ber clubs all over the country, with a membership of over 15,00) 
men who are intensively engaged, on both the railroad and industrial 
sides, in the business of transportation; to them it is vitally impor- 
tant that the men charged with the duty of regulating their affairs 
be competent to do it. 

President Roosevelt made no enlightening comment at his 
press conference late Dec. 17 when an effort was made to 
elicit information as to what he intended to do about the ex. 
piration of the terms of Commissioners Aitchison and Porter 
Dec. 31. He smiled and advised his interrogator to wait until 
January 3. That is the day Congress will convene. The two 
commissioners will continue in office beyond Dec 31 until their 
successors have been appointed and have qualified and their 


successors, Of course, may be themselves. 


HUFF ON GOVERNMENT OWNERSHIP 


“Legislative proposals for government ownership of rail- 
roads are parts of a well conceived and managed plan to tum 
all basic business enterprise over to the federal government,” 
said Thomas B. Huff, president, Transportation Association of 
America, in a speech before the Traffic Club of Sioux City De 
cember 18. He characterized the Wheeler government owner- 
ship bill as “nothing less than socialistic piracy against every 
American citizen.” 

He said the proposal that the government take over the 
railroads was full of difficulties. In the first place, he said, 
judged by the provision of the Wheeler bill that rates of it 
terest proposed to be paid by the govermment on debentures 
exchanged for railroad bonds might not exceed a rate fully 
covered by the 1934 rail income, it was probably planned to buy 
the railroads at “depression prices.” To do that, he said, would 
evoke “countless law suits over values which would take yeals 
to settle, and the taxpayers would have to foot the bill. He 
added that, aside from the economic fact that transportation af- 
fected the lives of every person in the country, more than half 
the population had a financial interest in them due to the heavy 
holdings of rail securities by insurance companies and savings 
banks. 

Railroad labor, he added, might well pause to inquire where 
its real interests lay. He said the fact that rail wages were 
generally much higher than those paid to men working in other 
lines of transportation, notably in the trucking industry, was 
an indication that labor generally had been fairly and generously 
treated by private railroad management. Whether that col 
dition would continue to obtain under government management, 
he added, was problematical. ; 

He spoke about the research work of the Transportation 
Association and cited, as an example of the type of information 
it was compiling, figures showing the per capita governmental 
debt of the state of Minnesota. Local county debt in that state 
he said was $83.79 per capita, state debt $45.91 and national debt 
$241.09. 


TRANSPORT ASSOCIATION BOARD MEETING 


The board of directors of the Transportation Association 
of America will meet at the Palmer House, Chicago, January 14. 
Under the title, “I Want to Know,” the association has issued 
a pamphlet describing the aims and objects of the organization 
and the classes of its memberships in question and answer form. 
The pamphlet is described as being “for distribution to officers 
and employes of transportation and other organizations and the 
general public.” 


—— 
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Decisions of Interstate Commerce Commission 





CHICAGO SWITCHING COKE 


N a fourth supplemental report on further hearing in No. 19610, 

switching rates in Chicago switching district, the Com- 
mission has modified its findings and order in the prior report, 
195 I. C. C. 89, so as to exempt from the provisoins thereof the 
intrastate movement of coke from the coke oven plant of the 
Interlake Iron Corporation at 112th Street and Torrence Avenue 
to its federal furnace plant at 108th Street and the Calumet 
River, Within the Chicago switching district. 

The Commission pointed out that in its original report, 177 
LC. C. 669, decided July 31, 1931, it had found the switching 
rates a 100 pounds of 3 cents for 1-line hauls, 3.5 cents for 2-line 
hauls, and 4 cents for 3-or-more-line hauls, minimum 60,000 
pounds, proposed by respondents, would not be unreasonable, 
and again in 195 I. C. C. 89, decided July 3, 1933, found them 
not unreasonable. It said it had stated if the carriers found 
it necessary because of truck or other competition to meet such 
competitive conditions they were free to depart from these 
maximum rates provided such departure would not result in 
undue preference or prejudice. It said in three supplemental 
reports it had exempted from the provisions in prior report and 
order crude tar, water gas tar, plant refuse of no commercial 
value and crushed stone. 

On petition of the Chicago Short Line Railway Co. the pro- 
ceeding was reopened for further hearing so as to permit the 
petitioner to establish a rate of 2 cents a 100 pounds between 
the points indicated hereinabove, on coke, to meet truck compe- 
tition. The Commission said the record indicated that it could 
not obtain any of the traffic under consideration at the rates 
previously prescribed and which were now in effect, in com- 
petition with truck transportation, but that it could obtain the 
business at the 2 cent rate and make some profit on minimum 
operations and a substantial profit on maximum operations. 
Commissioner Porter concurred. 


MACHINERY FROM THE SOUTH 


The Commission, by division 2, in fourth section application 
No. 15746, machinery and machines from the south, in fourth 
section order No. 12142, has denied authority to southern rail- 
roads to establish rates on machinery and machines from points 
in southern territory to destinations in official-Illinois territory, 
including border points, without observing the long-and-short- 
haul part of section 4. 

Applicants proposed to establish rates from the southern 
producing points to the territory of destination mentioned on a 
basis of 31.5 per cent of first class rates over all routes over 
which class rates were applicable and to establish or continue 
rates on a basis of 40 per cent of first class to the intermediate 
destinations in southern territory and also from the interme- 
diate points of origin in that territory. 

Commercial competition, the Commission said, it was evi- 
dent was the ground for relief. Manufacturers in the Birming- 
ham, Ala., district and at Columbus and Chattanooga, Tenn., 
said they desired the establishment of rates to points on the 
border between the two territories and north thereof on the 
basis as low as was maintained in official territory. They did 
not, the report said, oppose the granting of authority to main- 
tain a higher level of rates to southern than to official territory. 
They stated, however, that their approval should be without 
Prejudice to future protests or complaint as to the levels of the 
rates proposed. Opposition was shown by the Lexington, Ky., 
Board of Commerce and the North Carolina Commission. 

A lower basis than that proposed, the Commission said, was 
now maintained generally from the producing points to the 
border points and, in some instances, to points intermediate 
thereto. The southern lines, the Commission said, stated that 
Something lower than the sixth class basis was necessary to 
enable the southern manufacturers to ship into official-Ilinois 
territory in competition with shippers in the latter territory. 

_ It was the contention of the applicants, said the Commis- 
Sion, that it was necessary to reduce their rates from southern 
Producing points to the described destination territory to pro- 
mote the movement of southern products into that territory. 
The facts of record, the Commission said, however, did not 
Support that contention. It pointed out in disposing of the lat- 
ter that the mere statement of rates on a commodity from vari- 
ous points of production which might be higher than the rates 





on a like commodity from other points of production was not 
sufficient to justify reductions in such rates without observing 
the provisions of section 4 on the ground of market competition. 
The Commission therefore found that the applicants had not 
justified the relief for which they had asked and denied the 
application. 


IDAHO EMERGENCY CHARGES 


In a report written by Commissioner Porter in No. 27130, 
emergency freight charges within Idaho, the Commission has 
discontinued the proceeding on a finding that in intrastate freight 
rates and charges made or imposed by authority of the state 
of Idaho by reason of the failure or refusal of the Idaho com- 
mission to authorize or permit increases therein corresponding 
to the increases authorized and maintained in interstate com- 
merce pursuit to the Commission’s authority in Emergency 
Freight Charges, 1935, 208 I. C. C. 4, are not shown to be in 
violation of section 13 (4) of the interstate commerce act. 

Respondents, said Commissioner Porter, stated that this 
was primarily a revenue case and conceded that the estimated 
revenue loss was not large when distributed among the seven 
carriers covered by the estimate, but that it was sufficient to 
warrant the Commission in concluding that there would be an 
actual loss if the application of the emergency increases on intra- 
state traffic in Idaho was denied. Continuing, he said: 


However, before we may invade the state field and change intra- 
state rates in the interests of carrier revenue, there must be findings, 
supported by evidence, as to the revenue which had been derived from 
the traffic in question, and which reasonably could be expected under 
the increased rates; and that the alteration of the intrastate rates 
would produce, or was likely to produce, additional income necessary 
to prevent an undue burden upon the carriers’ interestate revenues 
and to maintain an adequate transportation service. Florida vs. United 
States, 282 U. S. 194. We are not satisfied that this record justifies 
such findings. 


The Idaho commission, June 8, 1935, after hearing, denied 
respondents’ request for authority to apply the emergency 
charges on intrastate traffic. 


LIVESTOCK LOADING CHARGE 


With Commissioner Meyer dissenting and Chairman Tate 
and Commissioners Aitchison and Lee not participating in the 
disposition of this proceeding, the Commission, in I. and S. No. 
4109, livestock loaded and unloaded at Chicago, has found the 
Union Stock Yard & Transit Co. to be a common carrier sub- 
ject to the provisions of the interstate commerce act. It has 
found proposed cancellation of that company’s tariffs naming 
loading and unloading charges on livestock at the Union Stock 
Yards, Chicago, Ill., not justified, ordered the suspended sched- 
ules to be cancelled and has discontinued the proceeding. 

“If the conclusions set forth in this report are sound,” says 
Commissioner Meyer in his dissent, “this Commission has juris- 
diction over every stock yard in the United States. I am not 
persuaded that Congress has given us such jurisdiction.” 

Commissioner Meyer said that the basic principles dis- 
cussed and relied on in docket No. 7008, 33 I. C. C. 92, in which 
the Commission found that the Kansas City Stockyards Co. 
was not a common carrier engaged in interstate commerce, were 
as sound today as they were then. The instant report, he said, 
was the reversal of those principles. 

The Union Stock Yard & Transit Co. filed schedules effec- 
tive June 19, 1935, in which it proposed to cancel its tariffs 
naming charges for loading and unloading livestock at the Union 
Stock Yards in Chicago. The cancellation supplements bear the 
notation, ‘No tariffs of this company will hereafter be filed 
with the Interstate Commerce Commission.” The Commission 
suspended the supplements on its own motion. 

The respondent contended, says the report, that it was not 
now and had not been since 1922 a common carrier subject 
to the interstate commerce act, and that, therefore, it was not 
required to file tariffs with the Commission. 

“The issue,” says the report, “is whether or not respondent 
is a common carrier subject to the provisions of the act.” 

In May, 1922, the Chicago Junction Railway Co. sub-leased 
its railroad property and other property to the Chicago River 
& Indiana Railway Co., referred to in the report as the River 
Road, for 99 years and thereafter at the option of the lessee in 
perpetuity, the lease providing for an annual rental of $2,000,000. 
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All the capital stock of the River Road was acquired by the 
New York Central Railroad Co. under authority granted by 
the Commission in the Chicago Junction case, 71 I. C. C. 631, 
150 I. C. C. 32. 

In disposing of the single issue the Commission reviewed 
cases before it and before the courts having to do with the 
so-called stock yards railroads and the stock yards themselves 
from the time the Union Stock Yard & Transit Co. was 
organized in 1865, to the present time; also the filing of sched- 
ules with it as late as 1934. 

The Chicago Junction Railway Co. came into existence as 
a consolidated company on January 1, 1898. About that time 
the Chicago Junction Railways & Union Stock Yards Co., a 
New Jersey holding company, became owner of 90 per cent of 
the respondent’s capital stock and practically all the capital 
stock of the Junction Railroad, according to the Commission’s 
report. The trunk lines used the tracks leading to the stock 
yards under trackage right and paid $2 a car. The respondent 
performed the loading and unloading service supplying the plat- 
forms, chutes, pens and other facilities. 

At the request of the Commission the United States brought 
an action in United States vs. Union Stock Yard, 226 U. S. 286 
(December 9, 1912), with a view to requiring the respondent and 
the Junction Railroad to file tariffs. The Supreme Court de- 
cided that the respondent and the Junction Railroad were com- 
mon carriers and under obligation to file tariffs. 

The Union Stock Yard & Transit Co., in support of its con- 
tention that it was no longer a common carrier advanced, said 
the Commission, the following argument: Firstly, that the hold- 
ing in the Union Stock Yards case, supra, that it was such com- 
mon carrier was based on an intercorporate relationship be- 
tween it and the Junction Railroad effectuated by stock control 
of both companies held by the New Jersey holding company; 
that, whereas the New Jersey company still owned practically 
all the capital stock of respondent and the Junction, never- 
theless, by reason of the sub-lease and lease by the Junction 
in 1922 of the railroad properties to the River Road, respondent 
had ceased to be affiliated with a company operating the rail- 
road; and, in effect that, with the cessation of such affiliation, 
its services of unloading and loading livestock, terminating 
and commencing transportation of the trunk lines, had ceased 
to be common carriage, subject to the act as to the charges or 
in other respects. Secondly, that its services and the facilities 
used therefor were furnished as agent of the trunk lines op- 
erating directly to the yards. 

The Commission said it had no doubt that the servite the 
respondent performed in completing, or commencing, the inter- 
state transportation, was common carriage in that it was con- 
ducted for hire and for all whom the railroads served, even 
though the latter absorbed respondent’s charge. It was here 
denied by respondent, said the Commission, that it was a com- 
mon carrier subject to the act. 


“Since it is not a water carrier, a pipe line, or express com- 
pany, in order to be a common carrier subject to the act, it must 
be a common carrier by railroad,” says the report. “We do 
not understand that those decisions which hold that a carrier 
cannot be made a common carrier by legislative fiat dispute the 
right of Congress to include as common carriers subject to the 
act those who are engaged in the public calling of common 
carriage. The said decisions simply mean that those who are 
in fact engaged in a private calling cannot, by legislative fiat, 
be made common carriers subject to regulation.” 

Further, the Commission said the services performed and 
facilities furnished by respondents were at the time of the de- 
cision in the Union Stock Yards case, an inseparable part of 
the railroad transportation. That, the Commission said, had 
been rendered more than ever true by the declaration in sec- 
tion 15 (5) of the act, that transportation wholly by railroad 
should include delivery at public stockyards of inbound ship- 
ments into suitable pens and receipt and loading at such yards 
of outbound shipments, without extia charge to the shipper. 

The packers and stockyards act, August 15, 1921, the Com- 
mission said, expressly provided that nothing therein should 
affect its jurisdiction, or confer on the Secretary of Agriculture 
concurrent jurisdiction over any matter within its jurisdiction. 
It was plain, said the Commission, that Congress did not in- 
tend a neutral zone of no jurisdiction over respondent’s charges. 

The Commission said the respondent’s contention that since 
it performed the service of loading and unloading, as the agent 
of line-haul carriers, it was not a common carrier itself was 
shown to be without merit by many decisions of the Supreme 
Court. Respondent, the Commission said, was agent of the line- 
haul carriers precisely as was a switching carrier completing 
delivery for a line-haul carrier because it, too, was a common 
carrier whose charges were subject to regulation. 

In finishing his dissent Commissioner Meyer said that if 
it was thought that the Commission should have jurisdiction 
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over all services and charges of all stockyards, whether cop, 
mon carriers or not, it should ask Congress, rather than th 
Supreme Court, to bestow that jurisdiction on it. 


UTAH EMERGENCY CHARGES 


The Commission, in a report written by Commissione 
Miller, in No. 27138, emergency freight charges within Uta) 
«has made a thirteenth section condemnation of rates Within 
Utah on which no Ex Parte No. 115 emergency charges wep 
permitted by the Utah Commission, except rates on slack ¢ogj 
coke, beet sugar molasses, wet beet pulp, copper, lead and zine 
ores and concentrates, in carloads. The condemnation ry, 
against the intrastate rates made or imposed by authority of 
the state. 

The undue prejudice and preference as between persons 
and localities in intrastate commerce on the one hand and jp. 
terstate and foreign commerce on the other and the unjus 
discrimination against interstate and foreign commerce are ty 
be removed by bringing up the intrastate rates in Utah, with 
the exceptions mentioned, to the level of the interstate rates 
ages _— the emergency charges authorized in Ex Parte 
No. 115. 

Intrastate rates in Utah, Commissioner Miller said, were 
before the Commission in Increases in Intrastate Freight Rates 
part 12—Utah, 186 I. C. C. 615. He pointed out that the Com. 
mission had excepted ores and concentrates from the increases 
authorized in Fifteen Per Cent Case, 1931, 178 I. C. C. 539. The 
surcharges authorized in that case, therefore, were imposed op 
Utah intrastate rates as a result of the proceedings in the first 
case mentioned. Commissioner Miller called that thirteenth 
section proceeding the Utah case. In summing up his report 
in this proceeding, Commissioner Miller said: 


The evidence in this proceeding justifies conclusions simila 
those reached in the Utah case except as to slack coal, coke, = 
sugar molasses, wet beet pulp, and certain ores and concentrates, 
Although all ores and concentrates, in carloads, were excepted in 
the Utah case, we excepted, as heretofore stated, only copper, lead 
erg ae and concentrates in Emergency Freight Charges, 1935, 

We find on this record that the existing interstate rates now 
applicable and maintained to and from points in Utah are generally 
just and reasonable. ¢ 
; We find that the decord supports the conclusion that an increase 
in rates applicable to Utah intrastate commerce, with the exception 
of the rates on slack coal, coke, beet sugar molasses, and wet beet 
pulp, and on copper, lead and zine ores and concentrates, in carloads, 
to a basis not exceeding that applicable on interstate commerce to 
and from points in Utah will not increase the Utah intrastate rates 
above a reasonable level and will substantially increase the revenues 
therefrom. 

We find that the transportation of the intrastate traffic under 
the rates here in issue and of the interestate traffic to and from 
points in Utah takes place under substantially similar circumstances 
and conditions; and that the present Utah intrastate traffic is not 
contributing its just proportion to the revenues of the carriers, and 
by reason of that fact respondents are suffering substantial losses 
in revenues to which they are entitled. 

We find that the rates published and maintained by respondents 
on intrastate traffic between points in Utah cause undue and unrea- 
sonable advantage, preference, and prejudice as between persons and 
localities in intrastate commerce on the one hand and _ interstate 
commerce on the other hand, and cause an undue, unreasonable, and 
unjust discrimination against interstate commerce. We further find 
that the undue and unreasonable preference, prejudice, and discrim- 
ination can and should be removed by requiring respondents to cease 
and desist from publishing and maintaining throughout the state of 
Utah the said intrastate rates with the exception of the rates on 
slack coal, coke, beet sugar molasses, and wet beet pulp, and on 
copper, lead and zinc ores and concentrates, in carloads, and to 
publish and maintain in lieu thereof rates equivalent to the said 
rates plus the same emergency charges as are and for the future 
may be contemporaneously maintained by respondents in accordance 
with the findings in Emergency Freight Charges, 1935, supra, on 
corresponding interstate traffic. 

The above findings are without prejudice to the right of the 
authorities of the state of Utah, or of any other interested party, 
to apply for a modification of our findings, and order if one is issued, 
as to any specified intrastate rate on the ground that it is not related 
to interstate rates in such a way as to contravene the provisions 
of the interstate commerce act. 


Commissioner Miller said that opposition to an increase in 
intrastate rates come largely from the shippers of bituminous 
coal. The railroads, he said, emphasized the financial aspect 
of this case showing their low earnings in the last six years, 
not only for ten steam railroads involved but for several elec- 
tric lines as well. They estimated that if the surcharges had 
been applied to a tonnage equal to that of 1934 they would have 
received an increase in revenue of $209,668.58. It was estimated 
that the increased revenue on bituminous coal would have been 
$120,781.09. 

“Even if there be excluded from these estimates the rev 
enues accruing from the rates on the commodities hereinafter 
excepted,” said Commissioner Miller, “we are convinced that 
the loss in revenue due to the failure to apply the emergency 
charges on Utah intrastate traffic is substantial.” 

The report said that a witness for the Denver & Rio Grande 
Western stated that if the emergency charges were authorized 
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on intrastate traffic it was not the purpose of that line to es- 
tablish the charges on slack coal where large quantities were 
now used, and where the present rates were established to pre- 
vent the installation of gas; on slack coal and coke to sugar 
factories; on beet sugar molasses and wet pulp. The object was 
to prevent the hauling of coal by trucks. He treated that state- 
ment as a stipulation on behalf of the railroads. 

In a dissent Commissioner Aitchison said the record in this 
case did not support the broad findings made in the report. He 
said it could not be assumed that the mere absence of an emer- 
gency charge made the intrastate level on each and every com- 
modity lower than that for interstate traffic. Particularly, he 
said, that was true as to bituminous coal, in the face of a con- 
tention of protestants that the present intrastate coal rates were 
unreasonable and unduly prejudicial as compared with the in- 
terstate level. This issue, he said, was not determined by the 
report. As to the remaining commodities, the necessary show- 
ing, he said, was lacking. He said the report stressed the lack 
of evidence in certain respects, but apparently resolved these 
deficiencies in favor of the petitioners, although the burden was 
clearly on them to prove affirmatively that the rates prescribed 
by authority of the law of the state had so come in conflict 
with the federal power as to be void. 


RULE 10 ON IMPORTED PAPER 


The Commission, on reconsideration of No. 26542, Interna- 
tional Paper Sales Co., Inc., vs. Georgia Railroad and Banking 
Company et al., according to the view of Commissioner Porter, 
has entirely nullified Rule 10 of the southern classification un- 
less the articles in a mixed carload are physically different, 
either in themselves or in respect of packing. On that recon- 
sideration it has affirmed the finding in 208 I. C. C. 789, that the 
rate charged on eight rolls of so-called domestic newsprint 
paper shipped in 1932 in a car with thirty-one rolls of imported 
paper from Jacksonville, Fla., to Atlanta, Ga., was unreasonable 
and prescribed the basis to which reparation was awarded for 
the future. The amount of reparation, however, was reduced 
from $32.50 to $21.33, the Commission finding that the smaller 
amount was due on the findings that had been made. 

According to the report, the ultimate issue was as to the 
rate to be applied to the eight rolls, which had been imported 
but were not shipped from the port within twelve months, which 
was necessary if its right to take an import rate of 28.5 cents 
was to be preserved. The carriers imposed a domestic less 
than carload rate of 59 cents. The Commission, in the prior 
report, found that unreasonable to the extent it exceeded the 
domestic carload rate of 39 cents. It prescribed that rate, 
36,000 pounds minimum, for the future. On petition of the rail- 
roads the case was reopened. 

In this report the Commission pointed out that Rule 10 of 

the southern classification provided and provides methods of 
determining charges on mixed carload shipments, when a num- 
ber of “different articles” are included in carloads. The Com- 
mission said that Rule 10 therefore had application only when 
a single carload shipment consisted of different articles, which 
presented the question: “Were the eight rolls different than 
from the other 31 rolls in the carload?” It said that the only pos- 
sible distinction between the eight rolls and the other 31 rolls 
was that the former were not reshipped within 12 months after 
entry at Jacksonville. Therefore, it concluded, the eight rolls 
did not come within that definition. It also concluded that the 
eight rolls were not the same sort of article in different kinds 
of containers or packages. 
Therefore the Commission said, Rule 10 had no application 
in the circumstances in this case. It said the tariffs did not 
provide any method of determining the rate on the eight rolls 
part of the shipment. The Commission said it was well settled 
that where a carrier had rendered transportation service for 
which no tariff authority existed and the beneficiary of such 
Service had paid, as here, the sum claimed by the carrier, it 
was empowered to order the payment of reparation only in the 
event the sum paid by the shipper amounted to an unjust or 
unreasonable exaction for the service received. The Commis- 
sion said that in the circumstances of the case it was of the 
Opinion that the reasonable rate for the service performed in 
connection with the eight rolls would be the 39 cent domestic 
rate applied to the actual weight of those rolls and that the 
reparation due was $21.33 with interest. 

The Commission further found that charges on similar ship- 
ments were and for the future would be unreasonable to the 
extent that they might exceed the charges which would result 
from applying the separate carload rates to the actual weights 
of the import and domestic newsprint paper in the car, subject 
to a minimum weight of 36,000 pounds, with any deficit in the 
minimum to be charged for at the domestic carload rate. 

The case caused three separate expressions to be made, 
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Commissioner Miller concurring in the result, and Commission- 
ers Porter and Lee dissenting. Chairman Tate and Commis- 
sioner Aitchison did not participate in the disposition of the 


proceeding. 

Commissioner Porter said that findings of the majority en- 
tirely nullified Rule 10 unless the articles were physically dif- 
ferent, either in themselves or in respect of packing. He said 
that while those findings had support in Cobb Co. vs. M.-K.-T., 
163 I. C. C. 241, that case, in his judgment, considered in the 
light of what the entire Commission had said in Consolidated 
Classification Case, 54 I. C. C. 1, rested on an improper founda- 


tion. 
Commissioner Lee, dissented for the reasons set forth in 


his dissent in the prior report. 


HOCH-SMITH SAND, ETC. 


In No. 17000, part 11, sand and gravel, in a supplemental 
report, dealing with water competition, the Commission on 
further hearing has modified its findings and order in 155 
I. C. C. 247, so as to exempt from the provisions thereof the 
intrastate movement of kiln limestone, run of crusher, ranging 
in size from 0.5 inch to 10 inches, from Carla, La., to North 
Baton Rouge, La. The Commission said the report was based 
on a hearing held on the petition by the Louisiana & Arkansas 
Railway Co. for modification so as to permit the establishment 
of an intrastate rate of 67.5 cents a ton of 2,000 pounds, minimum 
50 tons, on the kiln limestone, between the points indicated. 
The Commission said the present rate was $1.38. 

The Commission said that recently the Solvay Process 
Company had completed a plant at North Baton Rouge for the 
production of caustic soda, soda-ash, and similar chemicals, and 
that in the manufacture of these articles large volumes of car- 
bonic-acid gas were required, the economical sources of this gas 
being the natural deposits of limestone, and oyster shells. The 
petitioner’s proposal was made to enable it to obtain the trans- 
portation of the commodity involved from a quarry. at Carla to 
the Solvay plant at North Baton Rouge in competition with 
prospective movement of shells by water. The report said that 
Solvay Company preferred limestone to oyster shells and was 
willing to pay from 20 to 25 cents a ton more for rail transporta- 
tion of limestone than it would have to pay for the movement of 
shells by water. It said that if a satisfactory rate could be 
obtained 700 tons of limestone a day would be used. Continuing, 
the Commission said: 


Petitioner desires to handle this traffic, which would amount to 
about 14 or 15 carloads per day; but it can not secure it on the pres- 
ent rate of $1.38, inasmuch as oyster shells can be moved to North 
Baton Rouge at a barge charge equivalent to 31 cents from Berwick, 
La., where a part of the oyster shells used experimentally originated. 
The barge charge on oyster shells from Atchafalaya, La., would be 
equal to 71 cents; but there are other beds from which the charge 
would be less than 30 cents. 

The Solvay Process Company has its own docks and facilities at 
Baton Rouge which it now uses in handling water borne traffic. At 
present these facilities are not adapted to the handling of oyster shells 
in volume, but it will provide adequate facilities if a lower rail rate 
is not established on kiln limestone. * * * Based on 50 tons, the pres- 
ent rate of $1.38 yields earnings of $69 per car, 44.8 cents per car- 
mile, and 8.9 mills per ton-mile. On the same basis, the rate of 67.5 
cents would yield $33.75 per car, 21.9 cents per car-mile, and 4.38 mills 
per ton-mile. However, the cars to be used for the prospective traffic 
are open-top equipment capable of carrying 62.5 tons of crushed lime- 
stone; and carrying, as an average load, 55 tons. On basis of 55 tons, 
the 67.5-cent rate would yield earnings of $37.12 per car and 24 cents 
per car-mile. All switching and assembling will be done at the quarry 
without expense to petitioner, and the Solvay Process Company will 
maintain a reserve pile at destination where the loads may easily be 
discharged without delay. 

As indicating that these earnings, on the basis of 55 tons per car, 
will yield something over and above out-of-pocket costs, petitioner 
presents two methods of estimating such minimum cos{s. Under the 
first method it is assumed that the total cost of moving traffic may 
be divided in half, one half representing the out-of-pocket expense 
of handling and the other half covering the salaries of general officers, 
taxes, fixed charges, and maintenance of way and structures, to all 
of which petitioner would be subject whether or not the particular 
commodity moved. On this basis, petitioner asserts that during 1934 
the cost to it of handling all freight traffic was 7.07 mills per ton-mile; 
and, dividing this in half, the out-of-pocket cost of such handling 
might be roughly estimated as 3.5 mills. On this basis, the out-of- 
pocket cost of handling 55 tens per car for 154 miles would be ap- 
proximately, 54.44 cents per ton, $29.94 per car, and 19.44 cents per 
car-mile. This rough approximation would indicate that the sug- 
gested rate of 67.5 cents might have a margin toward general credits 
of about 13 cents a ton, or $7.15 per car. Under the second method, 
which estimates in detail the various items of cost for handling this 
added traffic, the conclusion is reached that the total cost per car 
would be $26.65. This cost, if accepted, as approximately correct, 
would indicate that the suggested rate, as applied to an average car- 
load of 55 tons, would produce a margin of about $10 over and above 
the out-of-pocket costs of handling. * * * 

After the hearing the Mississippi Valley Association was allowed 
to intervene for the purpose of filing a brief. This brief rests in part 
upon the declaration of national policy made by Congress, to promote, 
encourage and develop water transportation, services and facilities in 
connection with the commerce of the United States, and to foster 
and preserve in full vigor both rail and water transportation. The 
rate proposed by petitioner is much in excess of any water rate with 
which it is likely to compete and nothing we are asked to do can by 
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any possibility hinder water lines from availing themselves of their 
natural advantages. 


Concurring, Commissioner Porter said: 


_, I think attention should be called to the fact that the finding made 
in this case is a wide departure from what has heretofore been our 
practice when carriers have requested that we modify a section 13 
finding, in order that they may put in intrastate a lower rate than 
that which we have ordered maintained so that preference or preju- 
dice might be removed as against an interstate rate. Since the adop- 
tion of the transportation act of 1920, the carriers desiring modifica- 
tion of an intrastate rate theretofore fixed by us in a section 13 pro- 
ceeding, petitioned that we modify the rate so as to authorize them 
to put in its place a specific rate named in their petition. We have 
uniformly acted in accordance with their petition. It will be ob- 
served that when we have done so, we have maintained our jurisdic- 
tion over the intrastate rate asserted in the section 13 proceeding. 
But in the finding made in this case, it will be noted we have de- 
parted from that unbroken custom and find that our order should be 
modified so as to exempt from its provisions entirely our control 
over the intrastate rate. I do not want my concurrence in this ac- 
tion to be taken as concurring in the legal proposition that we lose 
our jurisdiction to control the intrastate rate because of a modification 
in the order as originally made by us. I concur in the result in this 
case as a matter of policy only, feeling that inasmuch as the carriers 
are here asking the right to establish an intrastate rate lower than 
that originally found prejudicial by us, in such instances and under 
all of the circumstances, as a matter of policy only, we should en- 
tirely relinquish our jurisdiction over the rate and put it back within 
the control of the state authorities. 
Commissioner Mahaffie concurs herein. 


I am authorized to state that 


Chairman Tate and Commissioner Aitchison did not par- 
ticipate in the disposition hereof. 


COTTON PIECE GOODS RATES 


The Commission, in I. and S. 3636, cotton, woolen, and 
knitting factory products, and cases joined with it, has found 
unreasonable the rates on cotton piece goods to the extent they 
may exceed 90 per cent of third class in Official Territory and 
50 per cent of first class in Southwestern and Southern terri- 
tories. Those bases are prescribed as maximum reasonable 
ones to which the carriers may bring their rates in substitu- 
tion for what they proposed. 

The Commission made no finding of undue prejudice, though, 
in the hearing of the cases, the issue was as to the relation- 
ship of rates from New England mills to Chicago, as illustrative, 
on the one hand, and from Atlanta, Ga., to Chicago, on the 
other. 

If the carriers bring the rates up to the bases permitted 
by the decision, the rate from Boston to Chicago will be raised 
from 86 to 97 cents over standard routes, and an 83 cent rate 
from Atlanta to Chicago will be increased to 96 cents. 

The cases involved not only the rates on cotton piece goods, 
but on practically the whole textile list. 

Dry goods, under the Commission’s permissive decision, 
may take 90 per cent of the cotton piece goods rates. Dry goods 
may take full first class rates in Official Territory and 78 per 
cent of first class from Southern and Southwestern territories 
to Official territory. 

The suspended schedules are to be canceled not later than 
January 22 and rates involved in the formal docket cases joined 
with the suspension proceedings are to be established not later 
than April 8. 


NORTH-SOUTH IRON AND STEEL 


In a report written by Commissioner Mahaffie on reconsid- 
eration in I. and S. No. 4021, iron and steel articles between the 
north and south, and I. and S. No. 4052, iron and steel articles 
between the north and south (2), the Commission has affirmed 
the finding by division 4 in the prior report, 209 I. C. C. 640, 
that the rates proposed on manufactured iron and steel articles, 
carloads, interterritorially, between points in the south and 
points in official territory, were not justified. 

The proceeding was reopened on petition of the southern 
carriers. They were dissatisfied with the basis ordered as a 
result of the prior finding, namely the appendix F scale pre- 
scribed for official territory in Iron and Steel Articles, 155 I. C. C. 
517, called the 17000-6 scale, in connection with a minimum of 
40,000 pounds, between the points involved, plus arbitraries for 
hauls in southern territory. The basis found not justified in 
the prior report was eighth class of the southern classification, 
equal to 30 per cent of the first class rates prescribed in the 
southern class rate investigation. 

Northern railroads objected to the reopening. They sup- 
ported what had been done in the prior report. That prior 
report ordered into effect what Commissioner Mahaffie said 
might be called a laminated scale; that is, one composed of 
the official territory 17000-6 scale for the total hauls plus arbi- 
traries for hauls in southern territory, reflecting, he said, approxi- 
mately the differences between the 17000-6 scale and the scale 
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approved for use in the south in Iron and Steel in the Sout, 
195 I. C. C. 255. 

According to comparisons submitted in this proceeding 
said Commissioner Mahaffie, the level of the rates approved jp 
the prior report was about 117.3 per cent of the level of rates 
in use in official territory. That level was approved as a gy). 
stitute for the commodity rates still in effect between the north 
and the south. Commissioner Mahaffie said the commodity rates 
‘roughly approximated the 17000-6 scale level in use in officia) 
territory. 

Southern carriers asserted that iron and steel from the 
south would not move to northern markets, which were the big 
ones, on rates higher than the 17000-6 scale level. 

“We have generally recognized the fact that from a rate. 
making standpoint southern territory is rated higher than officia] 
territory,” said Commissioner Mahaffie. “This difference js 
approximately 39 per cent, southern over official, in first class 
rate levels which have been prescribed by us after exhaustive 
investigations of the class rates in the respective territories, 
However, in various cases we have not observed this measure 
as a maximum difference in determining commodity rates be. 
tween the north and south in recognition of the fact that class 
rates necessarily do not reflect the differences in transportation 
conditions surrounding the movement of a particular com. 
modity.” 

In this case Commissioner Mahaffie said the rates in each 
territory had been stabilized on levels the Commission had ap. 
proved or prescribed. He said it might be assumed that they 
fairly reflected the transportation conditions surrounding the 
movement of this traffic in the respective regions. Logically, 
he added, the interterritorial traffic should be accorded a basis 
somewhere between those levels which reflect as_ nearly 
as possible the advantages and disadvantages of the conditions 
incident to the hauls within the respective territories. He said 
the Commission concluded that the composite scale approved 
in the prior report, fairly distributed the transportation burden 
on this interterritorial traffic. 

Commissioners Splawn, Lee and Caskie dissented, and 
Chairman Tate and Commissioner Aitchison did not participate 
in the disposition of the case. Commissioners Splawn and Cas- 
kie wrote dissenting views and Commissioner Lee concurred in 
Commissioner Caskie’s dissent. 

Commissioner Splawn said that according to the record the 
southern steel mills could not successfully compete in central 
territory, having to seek markets in eastern trunk line terti- 
tory. There was no evidence, he said, that the rates put in by 
the southern carriers were unreasonably low. He said it seemed 
to him that the maximum rates prescribed in this case for the 
traffic were higher than reasonable. 

Commissioner Caskie said he was not convinced that the 
solution of the problem in hand consisted in the prescription of 
rates at or near the maximum limit of reasonableness, which the 
majority affirmed as well as the finding that the rates originally 
proposed had not been justified. The prescribed rates, he said, 
would effect substantial increases in present rates and might 
operate completely to exclude the southern producer from off- 
cial territory, the important market of the country so far as 
iron and steel were concerned, although only a little more than 
3 per cent of the iron and steel used there originated in south- 
ern territory. 


“Rates which prohibit or impede the free flow of commodi- 
ties serve no useful purpose,” said Mr. Caskie. “The southern 
respondents are willing to continue the present basis of rates 
to eastern trunk line territory and have offered to establish and 
maintain from southern origins to all destinations in official ter- 
ritory the same basis of rates as prevails within official terti- 
tory. Consumers in that territory should not be deprived of 
the benefits of such rates merely because of the opposition of 
the participating official territory respondents. In my opinion, 
rates on that basis would be within the zone of reasonableness, 
namely, between maximum and minimum reasonable rates, and, 
in their relation to the rates within official territory, would 
not be unduly preferential and prejudicial. In the division of 
such rates due consideration should be given the fact that the 
respondent southern carriers are the proponents thereof.” 

A different situation, Commissioner Caskie said, prevailed 
with respect to the rates on these articles from official territory 
to southern territory. The articles, he pointed out, now moved 
freely southbound under the present rates. No substantial 
change in the level of these rates, he said, was proposed or 
sought. He said that notwithstanding these facts, the prescribed 
rates were materially lower than either the proposed or the 
present rates, lower, mile for mile, than the rates within south- 
ern territory, and according to the southern respondents, would 
tend to bring about reductions in the rates on these commodi- 
ties within southern territory. 

“The result will be substantial reductions in the revenues 
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of the southern carriers at a time when those carriers are in 
no position to bear them and when many of them are meeting 
a number of their obligations by means of loans made out of 
public funds,” said Commissioner Caskie. 


COMMISSION REPORTS 


Horses for Slaughter 


No. 26920, Stadler Products Co. vs. C. & N. W. et al. By 
division 4. Rate, a combination of $1.25, charged on two car- 
joads of horses for slaughter, shipped in January and April, 
1933, Fort Pierre, S. D., to Cleveland, O., unreasonable as to the 
factor from Chicago,to Cleveland, which was 78 cents, to the 
extent it exceeded 66 cents. Reparation of $59.52 awarded. 


Fresh |Prunes 


No. 26943, Thomas Fruit Co., Inc., vs. K. C. S. et al. By 
division 3. Dismissed. Refrigeration charges sought to be col- 
jected on two carloads of fresh prunes from Erb, Ida., to Joplin, 
Mo. applicable. Standard refrigeration charge of $80 a car 
applicable. Undercharges outstanding. Refrigeration charges 
of $53.20 colleeted on each carload. Shipments moved between 


Sept. 10 and 17, 1932. 
Sand 


No. 22476, H. B. Smith Co. vs. N. Y. N. H. & H. et al By 
Commission. On further hearing, findings in prior report, 188 
LC. C. 99, with respect to bases for reasonable maximum rates, 
sand, Muskegon, Mich., to Westfield, Mass., over routes partly 
through Canada, modified in part and reparation awarded on 
those findings. Finds rate charged on complainant’s shipments 
unreasonable to extent it exceeded the bases prescribed in the 
prior report, subject to a scale III rate of 500 cents for 1,396 
miles, and subject to an arbitrary of 70 cents on its shipments 
moving through New York Harbor. Under the findings as thus 
modified, said the report, the reasonable maximum rates ranged 
from 415 to 550 cents a net ton, including the 70-cent arbitrary 
on shipments through the harbor, and arbitraries ranging from 
35 to 50 cents for the portions of the hauls in New England as 
defined in the eastern class rate revision. Reparation of $22,- 
001.91 awarded. Commissioners Lee and Mahaffie noted dis- 
sents. Commissioners Tate and Aitchison did not participate 
in the disposition of the proceeding. 

Chicory Root 


No. 26839, R. E. Schanzer, Inc., vs. A. G. S. et al. By divi- 
sion 3. Dismissed. Rates, chicory root, dry, not crushed or 
ground, carloads, Linwood, Mich., to New Orleans, La., and on 
roasted chicory, crushed or ground, Port Huron and other Mich- 
igan points to New Orleans and other southern destinations, not 
unreasonable, unduly prejudicial, or unduly preferential. 


Petroleum Products 


No. 26865, M. F. Nolan et al. vs. A. T. & S. F. et al. By 
division 3. Rates, petroleum products, Eldorado, Kan., and from 
Allen, Ardmore, Beckett, Bristow, Duncan and Oklahoma City, 
Okla., to Alliance, Neb., in the period from June 16, 1931, to 
June 1, 1933, unreasonable to the extent they exceeded 53.5 and 
57 cents, respectively; rates from Beckett, Cleveland, Duncan 
and Oklahoma City to Angora, Neb., unreasonable to the extent 
they exceeded 55 cents. Rates established June 1, 1933, from 
and to all points here considered, not shown to have been or 
to be unreasonable. Reparation of $2.098.42 awarded. With 
respect to the findings herein being inconsistent with the find- 
ings in Alliance Motor Co. vs. C. B. & Q., 196 I. C. C. 408, 
Neuswanger vs. A. T. & S. F., 201 I. C. C. 292, the Commission 
said it was necessary only to state that the former case did 
Not assail the rates as unreasonable, and as to the latter, which 
was decided on the shortened procedure, it was clear that the 
Tecord in the instant case was much more comprehensive. Fur- 
thermore, it added, competent evidence which was lacking in 
the latter case had been supplied here. 


Dried Beans 


No. 26864, Charles Ilfeld Co. vs. A. T. & S. F. et al. Car- 
load rate, dried beans, Las Vegas, N. M., to Lexington, Ky., 
applied in April 18, 1932, unreasonable to the extent it ex- 
ceeded 98 cents, minimum 36,000 pounds. Reparation of $156.55 
awarded. 

Shreveport Car Interchange 


No. 26735, Kansas City Southern Railway Co. vs. Louisiana 

Arkansas et al. By division 2. Dismissed. Failure and re- 
fusal of defendants, L. & A. and L. A. & T., to deliver loaded 
and empty cars destined to and for interchange with complain- 
ant at the latter’s Harriett Avenue train yard in Shreveport, 
La., not shown to have been or to be unlawful. The report said 
that for many years the complainant had borne the entire bur- 


The Traffic World 


PAGE 1067 





den and expense of interchanging loaded and empty cars with 
defendant at Shreveport. After stating the contentions of the 
parties the Commission said that on this record it found that the 
assailed practices were not shown to have been or to be in 
violation of the provisions of the interstate commerce act. 


Paper 


No. 26733, Traffic Bureau, Lunchburg Chamber of Commerce, 
vs. Southern et al. By division 2. Rates charged, paper and 
paper articles, in less than carloads, delivered between Decem- 
ber 7, 1931, and December 24, 1934, from points in New York, 
New Jersey, Pennsylvania and New England, other than Water- 
ville, Me., to Lynchburg, Va., found applicable and not unrea- 
sonable. Rate charged, wrapping paper, Waterville to Lynch- 
burg, inapplicable. Applicable rate found to have been 68.5 
cents. Reparation awarded to Caskie Paper Co., Inc. 


Phosphatic Sand 


I. and S. No. 4118, phosphatic sand from Florida to southern 
points. By division 3. Reduced rates, phosphatic sand (fer- 
tilizer filler), Brewster, Fla., and intermediate points of origin 
to destinations in Georgia, Alabama, the Carolinas and Virginia, 
found not justified. The rates proposed were to apply only on 
phosphatic sand in open top cars from Brewster to fertilizer 
manufacturing points. No change was proposed in the rates on 
phosphatic clay from origins in Florida to consuming points in 
the south. Protestants contended that the equipment distinction 
on this traffic was unreasonable; that the proposed schedules 
were merely another device to establish higher rates when 
shipped in bags than in bulk, and that they would result in 
unjust discrimination and undue prejudice and preference as 
between shippers in open-top cars and shippers in box cars, as 
between shippers of sand and shippers of clay, between ship- 
pers at Brewster and shippers at other origins, and as between 
the fertilizer manufacturers and consumers at other destina- 
tions. At the hearing, the report said, the originating carriers 
offered, so far as lay in their power, to establish the lower 
scale to the fertilizer-manufacturing points on open-top ship- 
ments or both phosphatic sand and phosphatic clay from all 
producing points in Florida. The condemnation of the proposed 
rates was without prejudice to the filing of new schedules es- 
tablishing the proposed scale in open-top cars on phosphatic 
sand or clay from all producing points in Florida to all points 
in Georgia, Alabama, the Carolinas and Virginia. 


ERIE RAILROAD BONDS 


The Commission by division 4 in sixth supplemental order 
in Finance No. 7972, Erie Railroad Company bonds, has modified 
orders of December 28, 1929, 158 I. C. C. 525, as modified by 
supplemental orders of December 11, 1931, October 31, 1932, 
December 21, 1933, 193 I. C. C. 791, March 26, 1934, 199 I. C. C. 
404, and May 13, 1935, 207 I. C. C. 301, so as to permit the Erie 
to pledge and repledge, at the ratio heretofore prescribed, from 
time to'time to and including December 31, 1937, not exceeding 
$5,431,000 of its first consolidated mortgage general-lien 4 per 
cent gold bonds, as collateral security for any note or notes which 
it may issue within the limitations of section 20a(9) of the in- 


terstate commerce act. 


D. & R. G. W. TRUSTEES RATIFIED 


The Commission, by division 4, in Finance No. 11002, Den- 
ver & Rio Grande Western Railroad Co. reorganization, has 
ratified the appointments of Wilson McCarthy and Henry 
Swan to be trustees of the estate of that debtor in the reorgani- 
zation period. The Commission’s report said that neither of 
the court’s nominees for the trusteeships had investments in 
securities of the debtor or any subsidairy corporation or any 
holding company connected therewith which would prevent im- 
partial administration of its affairs. 

McCarthy, the report said, was a director and president 
of the Denver & Salt Lake Railway Co., a subsidiary of the 
debtor, and that his appointment as a trustee was suggested 
by the Reconstruction Finance Corporation. Swan, it said, had 
been engaged in investment and commercial banking in Denver, 
Colo., for fifteen years. No one, the report said, had appeared 
in court in opposition to the appointment of either trustee. 


C. I. & L. TRUSTEES 


In Finance No. 10294, H. R. Kurrie and Holman D. Petti- 
bone have asked the Commission to ratify their appointments 
as trustees of the Chicago, Indianapolis and Louisville Railway 
Company. Mr. Kurrie is president of the company, having en- 
tered the service of that company in February, 1902, as assistant 
general solicitor. He was born at Paoli, Ind., April 26, 1875, 
educated there and the Indiana State University. He is presi- 
dent and director of wholly owned subsidiaries of the debtor 
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and connected companies not wholly owned but partly owned 
by the C. I. & L. Mr. Kurrie said it was his plan to retain the 
offices which he held with the C. I. & L. and its subsidiaries 
during his term as trustee. 

Mr. Kurrie said he had a financial interest in various com- 
panies, including, among others, stock in the American Tele- 
phone & Telegraph Co., Atlantic Coast Line, Great Northern, 
Commonwealth Edison Co., and the C. I. & L. He also owns 
bonds of the Alleghany Corporation, C. C. & O. Railway Co., 
Chicago & Eastern Illinois, Florida East Coast, C. I. & L., the 
United States, county and municipal general lien bonds; also 
farm land in Jasper County, Ind. 

Mr. Pettibone said he was born at Albion, Neb., February 
27, 1889, where he was educated before going to Beloit College 
and the Chicago-Kent College of Law. Since 1911 he has been 
in the employ of the Chicago Title & Trust Co., being its presi- 
dent. He said it was his intention to retain the present con- 
nection with that company while he served as trustee. In addi- 
tion to being president of the railroad he said he was a director 
of the Chicago Daily News Co. and its subsidiary, Chicago Daily 
News Printing Co. He said he owned stock in the title com- 
pany and in two other companies and held bonds in utility and 
industrial concerns. He said he was under financial obligation 
to Continental-Illinois National Bank & Trust Co., Chicago Title 
& Trust Co., and DeSoto Securities Co., all his obligations be- 
ing evidenced by collaterally secured notes. 


GREAT NORTHERN FINANCING 


In expressing disapproval of a proposal of private bankers 
to underwrite an issue of $100,000 of Great Northern bonds if 
they bore 5 per cent interest and other conditions were met, 
Dec. 18, Jesse H. Jones, chairman of the Reconstruction Finance 
Corporation, said the carrier should not have to pay more than 
4 per cent interest, and offered to take 4 per cent bonds of the 
carrier. 

The proposed financing is under consideration in connec- 
tion with the maturity of Great Northern bonds July 1, 1936. 
W. P. Kenney, president of the company, has discussed the mat- 
ter with Chairman Jones on several occasions. The Great 
Northern is not indebted to the RFC. Chairman Jones explained 
his interest in the situation from the viewpoint of the govern- 
ment being desirous that “railroad financing can be done at 
much lower cost to the roads.” He said there was no ele- 
ment of compulsion involved so far as the RFC was concerned— 
that the Great Northern was free to do what it chose to do. 

Chairman Jones announced Sept. 30 (see Traffic World, Oct. 
5, p. 537) that the RFC would aid the Great Northern in its 
refinancing program up to $50,000,000 if the Great Northern 
issued new bonds bearing interest at the rate of 4% per cent 
and other specified conditions were met. It was possible, said 
Mr. Jones at the time, that the Great Northern would not have 
to come to the RFC for the assistance outlined, but could handle 
the matter through private financing. It was suggested that 
the new bonds provide for conversion into stock. Mr. Jones 
said Dec. 18, when questioned as to his present position that 
the Great Northern should not have to pay more than 4 per 
cent interest as against 4% per cent interest, said he thought 
41% per cent was about right at the time he made the original 
proposal. 

Referring to a letter under date of Dec. 13 received from 
Mr. Kenney, he said: 


Mr. Kenney’s letter stated that the bankers would underwrite the 
$100,000,000 issue for an underwriting fee of 1% of the total principal 
amount of the issue (approximately $1,000,000) plus an additional 
1% on the principal amount of such bonds as the underwriters might 
purchase; provided the bonds bore 5% interest, matured in ten years, 
and were convertible into stock—one-half of each bond at $40 per 
share for the stock, and one-half at $75 per share. 

The bonds were to be offered in the first instance to the stock- 
holders of the company, and, subject to such offer, to the 7% general 
mortgage bondholders of the company in exchange for their 7% bonds. 

The best evidence that the 5% rate is entirely out of line is that, 
according to press reports, the bonds were quoted Monday in New 
York at 108 on a when-issued basis. 


Chairman Jones’ reply to Mr. Kenney follows: 


_ Your letter of the 13th has been given due conisderation by our 
directors, and we feel that you will be paying entirely too much for 
the money under the plan proposed, especially in viéw of prevailing 
interest rates. 

I have repeatedly stated that I am as anxious as anyone to get 
the government out of the lending business, but I have also stated 
that it should not get out too soon; by which I mean until money is 
— from private sources, at fair interest rates and on fair 
erms., 

In my recent address before the American Bankers’ Association 
at New Orleans, I stated that one way the government could assist 
railroads was to help them get their money cheaper. 

The Great Northern is one of our best systems, has never been 
in receivership, and as I recall, you told me the other day had never 
missed paying dividends until 1931 or ’32. 

You should not have to pay more than 4% for ten-year money, 
and if you wish to issue ten-year bonds to meet your $100,000,000 
maturity July 1, 1936, convertible as provided in your letter, and offer 
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the bonds to your stockholders, to present holders of your 7% bong 
or the public, at par and accrued interest, this corporation will, gy}: 
ject to prior approval by the Interstate Commerce Commission, take 
any that are not sold, on that basis, July 1, 1936. There will be y 
underwriting charge. , 

We should like to have you notify us by April 1, if convenient 
the amount of bonds that you would likely call upon us to take, W; 
would want to approve as reasonable and fair, any expense inciden 
to distribution of the bonds, that you may be put to. Also, if 
ticable, a sinking fund should be provided that would amortize 154, 
to 20% of the issue at maturity. , 

We appreciate your efforts and those of your bankers to Provide 
this money without coming to the government, but feel that in offer. 
ing to pay such a high rate, you will be hurting all railroad financing 
and unnecessarily penalizing your own security holders. Four pe 
cent is a fair yield, a good rate in this market, and we think yoy 
should not be required to pay more. 

We have no desire to supplant your bankers, but would like to ep. 
operate with them and the railroads to the end that railroad financing 
can be done at much less cost to the roads. 


M. P. REORGANIZATION 


The Commission, by division 4, has set Finance No, 991% 
Missouri Pacific Railroad Co. reorganization for hearing before 
Director O. E. Sweet, of its Bureau of Finance, at Washington, 
on February 4, at ten o’clock a. m. 

A notice issued by Secretary McGinty said that at the hear. 
ing evidence would be received in support of, and in oppogsi- 
tion to the plan of reorganization filed by the Missouri Pacific 
the New Orleans, Texas & Mexico, and the International-Great 
Northern, and any other plan which might be presented. The 
notice said that plans of reorganization might be filed at any 
time before, or, with the consent of the Commission during the 
hearing, by the trustees, or, by or on behalf of creditors being 
not less than 10 per cent in amount of any class of creditors, or 
by or on behalf of stockholders being not less than 10 per cent 
in amount of any such class, or, with the consent of the Con. 
mission, by any party in interest. 

The Commission, by division 4, has enetred an order 
assigning for hearing, Dec. 27, before Examiner R. T. Boyden, 
in Washington, the petition of Charles H. Thornton, James M. 
Kemper and A. J. Sevin for authority as a protective com. 
mittee for the holders of Missouri Pacific 20-year 5% per 
cent convertible gold bonds, series A of 1949, 5% per cent se. 
cured serial gold bonds, convertible 5 per cent cumulative pre 
ferred stock, and common stock, tv solicit proxies or authoriza- 
tion to represent holders of the above securities and to use, 
employ or act under or pursuant to such proxies or authoriza- 
tions from any of said creditors or shareholders. This action 
is taken under subsection (p) of section 77 of the bankruptcy 
act, as amended. Notice of the hearing is to be served on the 
debtor and its counsel and all other parties to the reorganiza- 
tion proceeding. 


NEW HAVEN REORGANIZATION 


In the New Haven reorganization case, the Commission has 
fixed maximum annual compensation of the trustees and coun 
sel as follows: H. S. ‘Palmer, who is also president of the 
debtor, $30,000; W. M. Daniels and James Lee Loomis, trus- 
tees, $12,500 each, and W. W. Meyer, counsel, $15,000. Palmer 
and Meyer, said the Commission, agreed not to receive any 
salary or compensation from the debtor or its estate, except 
that fixed by the Commission. 


RAIL DEBT AMORTIZATION 


So far as the Reconstruction Finance Corporation is con- 
cerned, it will urge in reorganizations of railroads in which it 
has an interest that provision be made for establishment of 
sinking funds to retire railroad debt, according to Chairman 
Jones. In a brief discussion of this subject at his press confer: 
ence, Dec, 18, he expressed the opinion that the railroads would 
be better off if they had made amortization arrangements. The 
occasion for the chairman’s comment was discussion of pro- 
posed refinancing of the indebtedness of the Great Northern 
maturing next July and his proposal that a sinking fund, if 
practicable, should be provided that would amortize 15 to 20 per 
cent of an issue of $100,000,000 of bonds at maturity, referred to 
elsewhere. 


UNCONTESTED FINANCE CASES 


Second supplemental report and third supplemental order in F. 
D. 10381, Illinois Central Railroad Company Equipment Trust Cer- 
tificates, Series Q, further modifying order of March 27, 1934, modi- 
fied January 23, 1935, so as to (a) authorize the Illinois Central Rail- 
road Company to assume obligation and liability as guarantor in re- 
spect of not exceeding $15,000,000 of Illinois Central Railroad equip- 
ment trust certificates, series Q, ta be issued by the Pennsylvania 
Company for insurance on lives and granting annuities, as trustee; 
and (b) permit the certificates to be amended by the applicants 
waiving the right of redemption; the certificates to be sold at par 
in ee with the financing of maintenance and equipment, aP- 
proved. 

Report and certificate in F. D. No. 11006, Chicago & North West- 
ern Railway Company Trustee Abandonment, permitting Charles , 
Megan, trustee of the Chicago & North Western Railway Company, 
to abandon part of a branch line of railroad in Langlade county, 
Wis., approved. 
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Proposed Reports in I. C. C. Cases 





GRAIN RATE REVISION 


N overhauling of the combination rates on grain and grain 

products from points in western states to destinations in 
Kentucky and Tennessee and combinations on wheat and its 
products from points in western states to destinations in Ken- 
tucky and southwestern Virginia is proposed by Examiner W. A. 
Disque, in No. 23318, Auburn Mills et al. vs. Chicago & Alton 
et al.; also No. 23437, Southwestern Millers’ League et al. vs. 
A. T. & S. F. et al., and three sub-numbers thereunder, Arcady 
Farms Milling Co. vs. Same, Southwestern Millers’ League et 
al. vs. Same, and Same vs. L. & N. et al.; No. 23851, Beaver 
Dam Milling Co. et al. vs. C. & A. et al.; and No. 26704, Larabee 
Flour Mills Co. vs. A. T. & S. F. et al. 

No one having appeared for the complainants in No. 23437, 
Sub. No. 1, the examiner said an order of dismissal should be 
entered therein. 

The examiner said that these cases taken collectively in- 
volved combinations on grain and grain products from points 
in various western states to many destinations in central and 
eastern Kentucky, a few in southwestern Virginia and one in 
Tennessee. Complainants’ evidence, he said, was directed en- 
tirely atthe factors east of the Mississippi River and south of 
the Ohio River; that is to say the only rates really assailed 
were the factors, generally proportional rates lower than the 
locals, from St. Louis, Mo., East St. Louis, Cairo, and Thebes, 
Ill, Evansville, Ind., and Louisville, Ky. Examiner Disque said 
these were not on any uniform basis, there being several dif- 
ferent sets of them, more or less unrelated and differing in 
levels according to the destination territory affected. He said 
that St. Louis and East St. Louis would be regarded by him as 
one and the same place. 

The examiner treated No. 23318 and 23851 as one case. He 
said the complainants sought relatively the same rates as were 
prescribed in Alabama Grocery Co. vs. A. T. & S. F., 208 I. 
C.C0.195. He said the outstanding fact in these cases was that 
the rates assailed from points in Illinois and Missouri to des- 
tinations in Kentucky and to Gallatin, Tenn., exceeded those 
to Clarksville and Nashville, Tenn., generally farther distant 
points. In the Alabama Grocery case he said the Commission 
prescribed reduced proportional rates from Ohio and Mississippi 
River crossings to destinations in Alabama and Tennessee to 
apply on grain and grain products, from points west and north 
of the crossings. Most of them, he said, ranged from 22 to 27 
cents. He said the rates generally equalized the crossings. 


Examiner Disque said that the rates assailed in these cases 
should be found unreasonable to the extent that the factors 
from the Ohio and Mississippi River crossings exceeded or might 
exceed 20 cents from St. Louis and East St. Louis, 17 cents 
from Cairo, Thebes and Evansville, and 14 cents from Louis- 
ville. To some destinations, he said, rates slightly higher or 
lower could perhaps be justified on the basis of mileage, but on 
the whole the figures named were fair as a temporary expe- 
dient pending the establishment of such rates as might be pre- 
scribed in No. 17000, part 7-A. The examiner said that repara- 
tion should be awarded. 


Treating No. 26437, Sub. Nos. 2 and 3, and No. 26704, as 
another case, Examiner Disque said the first two assailed rates 
on wheat and its products from points in Colorado, Kansas, Ne- 
baska, Missouri, Oklahoma and Texas on traffic milled in tran- 
sit at points in Kansas, Oklahoma and Missouri and reforwarded 
to destinations in Kentucky. He said the third case was similar, 
except that it involved only destinations in southwestern Vir- 
ginia. The fourth, he said, involved similar shipments from 
the origin points named, except those in Texas, to destinations 
in Kentucky. 

The examiner said that the Commission should find that 
Where reductions were made September 18 and November 24, 
1933, the rates previously charged were unreasonable to the 
extent that they exceeded the rates established on those dates. 
He said it should further find that the rates to Norton, Va., were 
unreasonable to the extent that they exceeded those in effect 
before January 29, 1929, and after August 25, 1932; and that the 
rates to Manchester, Ky., were unreasonable to the extent that 
they exceeded those to Baxter. 

In accordance with a stipulation between the complainants 
and defendants the examiner said further findings should be 
made based on the fact that the combination rates charged 
Tepresented departures from the long-and-short-haul rule without 





justification. Generally the stipulations provided that the rate 
should be found unreasonable to the extent the factors from 
the river crossings exceeded the proportional rates concurrently 
maintained from Nashville and Clarksville, Tenn. These find- 
ings, the examiner said, should be without prejudice to findings 
the Commission might make in No. 17000, part 7-A. Reparation 
was recommended. 


MINNESOTA EMERGENCY CHARGES 


Minnesota railroads, on further hearing, having made such 
showing as was deemed necessary, Examiner R. N. Trezise, in 
No. 27015, emergency freight charges in Minnesota, has recom- 
mended that the Commission now find that intrastate rates be- 
tween points in Minnesota, made or imposed by authority of the 
state, result in undue and unreasonable advantage and prejudice 
as between persons and localities in intrastate commerce, on 
the one hand, and interstate commerce, on the other, and unjust 
discrimination against interstate commerce. He recommends 
removal of the undue prejudice and discrimination by putting 
charges on state traffic. 

In the former report, 210 I. C. C. 289, division 4 found there 
was no showing of a violation of law, in the respects herein- 
before mentioned, by reason of the refusal of the Minnesota 
commission to permit the imposition of Ex Parte No. 115, emer- 
gency freight charges. The proceeding was therefore discon- 
tinued. The railroads had the case reopened. 

Examiner Trezise said the principal ground for discontin- 
uance of the proceeding was the failure of the rail carriers to 
introduce evidence concerning the relative transportation con- 
ditions on state and interstate traffic. 

The further hearing developed evidence of a definite char- 
acter, said the examiner, that the transportation conditions on 
Minnesota traffic were as difficult, if not more difficult, than 
on interstate traffic. Witnesses for the various respondent rail- 
roads, he said, testified in detail that the local trains operating 
in the state consumed more time in transit than interstate 
through trains, that higher wages were paid intrastate train 
crews, and, in general, costs were higher on intrastate than on 
interstate trains. Also it was testified that in many instances 
the physical operating conditions, including grades and track 
maintenance, were more difficult over the lines used for state 
traffic than those used for interstate traffic. 


Intrastate rates, the examiner said, were generally lower in 
Minnesota than on interstate traffic to and from that state, and 
in some instances to a greater extent than the amount of the 
emergency charges. Prior to the application of the emergency 
charges on interstate traffic, said the examiner, there was a 
disparity between Minnesota intrastate and interstate class 
rates because of the Minnesota commission’s action in spread- 
ing Zone 1 class rates over the entire state and failure to adopt 
within the state the so-called laminated scale between Zones 1 
and 2 prescribed by the Commission in the general western class 
rate revision. After the emergency charges became applicable, 
he added, this disparity was increased. He also pointed out that 
competition between state and interstate routes had made it 
impossible for the carriers to maintain emergency charges on 
their interstate routes, on great volumes of traffic, as for in- 
stance, between Duluth and the Twin Cities. 


Examiner Trezise said that shippers of cement from Iowa 
and Indiana points were at a disadvantage in shipping from 
their plants in competition with the Steelton, Minn., plant; 
that sugar shippers from Montana, Colorado and Utah; shippers 
of dried beet pulp from Superior, Wis., wall board, iron and 
steel articles, building and roofing material, wrapping paper, 
agricultural implements and other commodities were at a dis- 
advantage in competition with shippers in Minnesota. 

Nine railroads presented figures showing that they lost 
$227,318 in 1935, based on the 1934 volume of traffic, by reason 
of the inability to impose the surcharges. 

“The amount of increased revenue of these nine respond- 
ents.” said the examiner, “resulting from the application of the 
emergency charges to interstate traffic to and from Minnesota, 
applied proportionately to the distance traveled within Minne- 
sota in comparison with the entire haul, for the period from 
April 18 to September 30, 1935, was $1,004,578; and the amount 
of increased revenue on Minnesota intrastate traffic for the 
same period would have been $106,522, based on the intrastate 
tonnage that moved during the same period.” 
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Unquestionably, said Examiner Trezise, respondents’ need 
of revenue was shown by their actual financial condition. The 
results of operation of nine of the principal lines that operated 
in Minnesota, he said, were shown for the years 1929 to 1934. 
Their operating revenues, he said, declined from $812,669,542 
in 1929 to $413,101,869 in 1934 or 50.83 per cent, and the net 
railway operating income from $147,329,518 to $38,529,229, or 
to 26.15 per cent in the same period. The net deficit after the 
payment of fixed charges for the period, January 1 to May 31, 
was $32,572,826 for the period in 1934 and $35,552,083 for the 
corresponding period in 1935. 


The Minnesota commission put in figures based on a formula 
prescribed by it showing percentages to indicate conditions. 
The figures were furnished by the railroads, the examiner said, 
but they disavowed the accuracy of the figures as representative 
of what their resport, made in accordance with the formula, 
purported to show. From these figures, the examiner said, it 
was argued that the operating results in Minnesota were more 
favorable than those for the system lines of ten carriers. 


Examiner Trezise said that to assign full credence to the 
figures prepared in that manner rather than to rely on the 
transportation conditions actually existing would “lead up to 
conclusions inconsistent with those reached upon thorough in- 
vestigations such as in the western class rate investigation, the 
western cement case and many others where higher rates were 
prescribed in the territory including Minnesota than were de- 
termined to be reasonable between many of the states where 
the ten carriers whose estimated figures were presented for 
Minnesota also operate.” 


Witnesses for shippers of coal and coke and other commod- 
ities appeared in opposition to the imposition of emergency 
charges. 


The examiner said the imposition of emergency charges 
on any and all the commodities under consideration in the re- 
port moving between points in Minnesota was sought by the 
railroads regardless of potential or impending truck competi- 
tion. They explained, said the examiner, that should any in- 
stances arise where potential, impending, or actual truck compe- 
tition threatened unduly to deplete their revenues that situa- 
tion could be met by the insertion of the usual savings clause in 
the Commission’s order, and that it would be their policy to con- 
tinue to meet truck competition by reductions of specific rates 
where necessity might require. 


On brief, the examiner said, the Minnesota commission 
argued that the contract motor trucks were responsible for de- 
pleting the tonnage of the Minnesota lines. He said that sub- 
stantially no evidence was introduced on that point except 
mere reference to increases in truck tonnage, which data were 
obtainable and available at the office of that commission. He 
said testimony of a very limited nature was introduced by some 
of the flaxseed or flaxseed meal dealers to the effect that con- 
siderable of their products were handled by trucks but the 
examiner said this evidence, by its very limited nature, was not 
convincing that the rail carriers’ revenues would not be in- 
creased by the imposition of the emergency charge on Minne- 
sota state traffic in the same manner as it applied on interstate 
traffic. 


After recommending the removal of the undue prejudice, 
etc., by the imposition of emergency charges on state traffic 
such as applied on interstate traffic, Examiner Trezise said the 
findings proposed by him should be without prejudice to the 
right of Minnesota authorities or any other interested party to 
apply in the proper manner for a modification of the findings 
as to any specified intrastate rate on the ground that the latter 
was not related to interstate rates in such a way as to contra- 
vene the provisions of the interstate commerce act. 


PROPOSED REPORTS 


Ice 


No. 27030, Kansas City Ice Co. et al. vs. A. T. & S. F. et al. 
By Examiner R. G. Taylor. Recommends reparation on finding 
unreasonable to extent they exceeded 85 per cent of the con- 
current class E rates between the same points but not other- 
wise unlawful, carload rates, ice, during August, 1934, from Chi- 
cago, Berwyn, Englewood, Forest Park and Galewood, IIl., Min- 
neapolis, Minn., North Platte, Neb., Parsons and Liberal, Kan., 
Tulsa and Muskogee, Okla., Siloam Springs and Nashville, Ark., 
Texarkana, Ark.-Tex., and Denison, Tex., to Kansas City, Mo. 


Ground Limestone 


No. 26990, Owens-Illinois Glass Co. vs. C. of N. J. et al. By 
Examiner A. S. Worthington. Reparation proposed on finding 
rate, ground or pulverized limestone, Thomasville, Pa., to Bridge- 
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ton, N. J., unreasonable to extent it exceeded $2.05 a net to, 
minimum 60,000 pounds. : 


Coal Reparation 


No. 23949, Amherst Elevator Co. et al. vs. A. T. & S. Fp 
Examiner E. L. Glenn On further hearing proposes that Coy. 
mission find that Farmers’Cooperative Society No. 1 is entitlg 
to reparation of $536.32, on prior findings in 191 I. C. C, 5¢9 

* 209 I. C. C. 251, on coal, mines in southern Colorado to deg. 
tinations in northwestern Texas. Claim of Wellman Gin (), 
for like determination denied for want of proof. 


Cedar Poles 


No. 23725, L. D. McFarland Co., Ltd., vs. Southern Pacific 
et al. By Examiner R. L. Shanafelt. Rates, cedar poles an 
piling in single-car and multiple carloads, Vancouver, B (,, ty 
Casmalia, and other California points and Lawton and othe 
Nevada points between April 17, 1928, and February 14, 1931 
and from Vancouver to Petaluma, Calif., between March 5, 1927, 
and February 14, 1931, proposed to be found unreasonable tp 
the extent they exceeded the contemporaneous rates on fir lum. 
ber in single carloads from and to the same points. Reparation 
proposed. 


Livestock 


No. 26842, Coast Packing Co. et al. vs. Gilmore & Pittsburgh 
Railroad Co., Limited, et al.; No. 26908, Ogden Livestock kx. 
change et al. vs. A. T. & S. F. et al., a sub-number thereunder, 
Archie McFarland & Co. vs. Gilmore & Pittsburgh et al.; ani 
No. 26929, Fred Owen Horse and Mule Commission Co. et al 
vs. A. & S. et al. By Examiner Alfred G. Hagerty. Dismissal pro. 
posed. Rates, livestock, also on horses when not for slaughter, 
and animals of that species, from points in Oregon, Idaho and 
Montana to Pacific coast terminals, to Ogden and Salt Lake City, 
Utah; also to those cities for market tests and thence to des. 
tinations east thereof in western, official, and southern classi- 
fication territories, the examiner said, should be found not to 
have been proved unreasonable when charged, or for the future. 


FINANCE APPLICATIONS 


Finance No. 11041. Ventura County Railway Co. asks authority 
to abandon portion of its Patterson Ranch spur track extending north 
from the south side of Fifth Street on the Patterson Ranch to the 
south side of Teal Club Road, about a third of a mile in length in 
Ventura county, Calif., because it is no longer needed. 

Finance No. 11042. Ventura County Railway Co. asks authority 
to abandon portion of its main spur on its Round Mountain branch 
extending from Petit Beet Dump, to Round Mountain, about one- 
ao mile long in Ventura county, Calif., because it is no longer 
needed. 

Finance No. 10421. Supplemental application of Gulf, Mobile & 
Northern Railroad Co. asks authority to waive its privilege of re- 
deeming $755,000 of equipment trust certificates of 1934 now owned 
and held by the PWA prior to their respective dates of maturity, 
and to assume obligation as lessee and guarantor in respect of $755,- 
000 of definitive trust certificates in lieu of the presently outstanding 
temporary certificates. The government requested the railroad com- 
pany to waive its privilege of redeeming the trust certificates pro- 
vided for in the trust agreement prior to their respective dates of 
maturity. 

Finance No. 10907, in the matter of application of Lucien C. 
Sprague and John Junell, co-receivers, to abandon approximately 44 
miles of railroad of the Minneapolis & St. Louis between Angus and 
Kalo Junction, Ia. Applicants ask amendment of application so as to 
authorize the abandonment of the part of the line between Otho and 
Berkeley, Ia., a distance of about 36.3 miles; and authorize the aban- 
donment of the operation of the sections between Kalo Junction and 
Otho and between Berkeley and Angus except for call service for 
carload and less-than-carload traffic limited so as to cover only pre- 
paid carlead traffic of non-perishables and exclusive of live stock, and 
for less-than-carload shipments of nonperishables in excess of 6,000 
pounds offered for transportation to and from Otho or Berkeley on 
a prepaid basis, the transportation to be performed only in connection 
with carload service. 

Finance No. 9447. Old Colony Railroad Co. bonds. Old Colony 
Railroad Co. asks the Commission to modify an outstanding order 
limiting the time in which it may pledge and repledge its bonds as 
collateral security for notes issued within the limitations of section 
20a (9) from June 30, 1936, to June 30, 1938. The bonds involved are 
the face value of $1,500,000 first mortgage gold bonds, series D. 

Finance No. 10241. Old Colony Railroad Co. bonds. Old Colony Rai-! 
road Co. asks the Commission to modify an outstanding order by 
extending the date limiting the time within which it may pledge and 
repledge not exceeding $600,000 of first mortgage gold bonds, series 
D, as collateral security for any note or notes issued within the limi- 
ee of section 20a (9), from December 31, 1935, to December 1, 

Finance No. 11039. Illinois Central Railroad Co. asks for au- 
thority to extend its operations to Mine No. 1 of the Wasson Coal 
Co. in Saline county, Ill., over a proposed connection between its 
line from East St. Louis through Duquoin to Eldorado, IIl., to the 
mine track of the J. K. Deering mine track crossing the Big Four, 
thence over the Deering track, a distance of about 2.46 miles to a 
proposed connection with a track on the property of the Wasson 
Coal Co., thence over the latter a distance of about 1.7 miles. It 
is proposed to make the connections out of current funds. 

Finance No. 10081. Supplemental. Baltimore & Ohio asks for 
authority to pledge and repledge $5,000,000 of its refunding and gen- 
eral mortgage 6 per cent series “‘C” as collateral security for short 
term borrowing, or to secure further loans already obtained. 

Finance No. 11035. Missouri-Kansas-Texas Railroad Co. asks for 
authority to assume obligation and liability in respect of first mort- 
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ge 5 per cent gold bonds of the Missouri, Kansas & Oklahoma Rail- 
nd Co. of the face amount of $5,387,000. The applicant’s purpose 
‘< to substitute itself as having obligation and liability in respect of 
the ponds for the Missouri, Kansas & Oklahoma Railroad Co., and 
Missouri, Kansas & Texas Railway Co. which has been dissolved. 
Finance No. 11036. Chicago, Burlington & Quincy Railroad Co. 
asks authority to buy a track of the Green Bay & Western 2.65 miles 
jong located in LaCrosse, Mich., and operated by it under lease from 
Green Bay & Western so as to furnish switching service for the 


mmping plant of the city of LaCrosse and certain team tracks and 
industries located on the tracks. The applicant proposes to pay $27,- 


000 in cash for the track. ‘ 
Finance No. 11037. St. Louis Southwestern Railway Co. asks 
authority to abandon its line between Hancock Junction and Manda- 


lay, Ark., 3.65 miles. The track was constructed for the sole purpose 
of serving logging operations abandoned or to be abandoned. 


Finance No. 11038. Los Angeles & Salt Lake Railroad Co. asks 
for authority to abandon its branch line extending from Mile Post 
17.18 to Mile Post 21.64, 4.46 miles, in Clark county Nev. The line is 

rt of the St. Thomag branch of the applicant which says that the 
part proposed to be abandoned lies within the area eventually to be 
submerged by the water which is being impounded by Boulder Dam. 


LOANS TO RAILROADS 


In a supplement report in Finance Nos. 9168 and 9581, 
Southern Railway Company reconstruction loan, the Commis- 
sion, by division 4, has conditionally approved extension 
of the time of payment of RFC loans by the Southern totaling 
$14,493,540, maturing in 1935 and 1936. Previous reports are 
in 180 I. C. C. 511, 187 I. C. C. 331, and 207 I. C. C. 4. In a sup- 
plemental application the Southern asked that all the notes 
given to the RFC be consolidated and extended as a single obli- 
gation, to mature September 1, 1938. The Commission approved 
the extension of $3,125,140 due on September 14, 1936; $842,655 
on October 26, 1935; $3,271,745 due on December 20, 1935, and 
$7,254,000 on March 1, 1936, on condition that $2,000,000 be paid 
not later than September 1, 1937, and the remainder not later 
than September 1, 1938. The Commission said the collateral 
pledged for the loans, extension of which was approved, con- 
stituted full and adequate security. 


DES CHUTES ABANDONMENT 


Examiner Ralph R. Molster, in Finance No. 10872, Des 
Chutes Railroad Co. et al. abandonment, etc., has recommended 
that the Commission permit abandonment of line by the Des 
Chutes Railroad Co. and abandonment of operation by the Ore- 
gon-Washington Railroad & Navigation Co., in Sherman and 
Wasco counties, Ore., and require operation by the Des Chutes 
Company or by the Oregon-Washington Railroad & Navigation 
Company over a parallel line of the Oregon Trunk in Wasco 
County, Ore., under trackage rights. 

The application to abandon the line and abandon operation 
covers a line 71.26 miles long extending southward from Ains- 
worth on the Oregon-Washington’s main line along the Columbia 
River, to North Junction. The application to operate under 
trackage rights covers a line between Oregon Trunk junction 
and North Junction, a distance of 74.75 miles. 

Both applicants, Examiner Molster said, were controlled 
ultimately by the Union Pacific. Opposition came from the 
Hunts Ferry Warehouse Co. owning the only grain elevator and 
warehouse on the line proposed to be abandoned. The examiner 
said it did not oppose abandonment but desired to be saved 
harmless from anticipated effects thereof on its business and 
investment. Specifically, he said, it asked, as a condition prece- 
dent to exercise of the permission sought by the applicants, that 
they be required to compensate for alleged confiscation, in effect, 
of its property by providing a spur across the Des Chutes River 
to its plant, maintaining a transfer service from the plant to 
the Oregon Trunk’s line, fixing rates so as to absorb the cost 
of such transfer service, or building for the intervener, west of 
the river, an elevator and warehouse of sufficient capacity or 
paying the intervener a sum sufficient for the purpose. 

The affected lines parallel each other along the river. An- 
nual savings from operations as proposed are estimated at 
$25,609 for the applicants and $35,592 for the Oregon Trunk. 
The examiner said that maintenance of both lines southward 
to North Junction involved losses that were undue and un- 
hecessary burdens on interstate commerce. Benefits to the 
general public, he said, would substantially outweight any re- 
sulting damage to the intervening warehouse company. 

Applicants, he said, could not be held responsible for ill 
effects of their proposals, if found to be in the public interest, 
on the warehouse company’s business and investment. He said 
the record afforded no basis for which the Commission might 
impose any condition such as requested by the intervening ware- 
house company. 


STEAM CARRIER ACCOUNTS 


The Commission has modified its uniform system of ac- 
counts for steam railroads as contained in the classification of 
train-miles, locomotive-miles, and car-miles, issue of 1914, by 
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canceling accounts Nos. 803, mixed-train miles; 804, special-train 
miles; 813, mixed-train locomotive-miles; 814, special locomotive- 
miles; 823, mixed-train car-miles, and 824, special-train car-miles, 
so as to have the accounts of carriers correspond with the sta- 
tistics which the carriers are to furnish the Commission’s Bu- 
reau of Statistics beginning January 1, 1936. (See Traffic 
World, December 14, p. 1045.) 

The effect of the cancellation is to eliminate statistics per- 
taining to mixed and special trains. Hereafter when the ma- 
jority cars in a mixed train are freight cars it is to be classified 
as a freight train; and when a majority of the cars are pas- 
senger cars the train is to be classified as a passenger train. 


WESTERN PICK-UP AND DELIVERY 


Tariffs covering store-door pick-up and delivery service on 
merchandise freight throughout Western Trunk Line Territory 
were mailed to the Commission December 14 with January 20, 
1936, set as their effective date. W. T. L. executives decided 
on the move several months ago but the tariffs were held up 
pending a decision as to whether they should also carry a re- 
duction in the class rates. Though at earlier meetings the 
majority favored such reductions, there remained opposition to 
them and after repeated postponements in the hopes of reach- 
ing unanimity, it was finally decided, at a meeting December 13, 
to put in the store-door service without reductions in rates. 

Another detail remained to be ironed out as the tariffs were 
filed, That was as to what arrangements would finally be made 
with several terminal railroads whose universal freight stations 
it was planned to use in connection with the service. Among 
these was the Chicago Tunnel Company. The question to be 
settled in these cases was one of divisions. 

Under the tariffs, shippers and receivers have the option 
of accepting pick-up or delivery at loading and shipping plat- 
forms at no charge in addition to the line haul rate, or of receiv- 
ing an allowance of 5 cents a hundred pounds where merchandise 
is delivered by the shipper to the freight house, and of 5 cents a 
hundred where merchandise is picked up at the freight house 
by the receiver. At points outside of Western Trunk Line ter- 
ritory a charge of 5 cents a hundred pounds will be added for 
either pick-up or delivery on goods consigned to or delivered 
from W. T. L. territory. 

Free pick-up and delivery service on merchandise freight 
between points within Southwestern Territory and between 
points in that territory and Western Trunk Line territory will 
be inaugurated January 20, coincident with the beginning of 
the free pick-up and delivery service within Western Trunk Line 
Territory, according to an announcement by F. A. Leland, chair- 
man, Southwestern Freight Bureau, December 18. Hitherto 
pick-up and delivery in the southwest was limited to shipments 
of approximately 500 miles or under and there was no inter- 
territorial arrangement. In addition to the broadening of the 
service as described, the southwestern lines will reduce from 
10 to 5 cents a hundred pounds the charge for pick-up and de- 
livery in the southwest of freight originating or destined beyond 
either Southwestern or Western Trunk Line territories. 

The Kipp and Sperry tariff, I. C. C. No. A2652, wherein west- 
ern trunk line carriers propose establishing pick-up and de- 
livery service on less than carload traffic, effective January 20, 
is being closely scrutinized by the Commission’s Bureau of 
Traffic. The men in it are giving it close attention for the 
reason, among others, that when, in October, 1932, the eastern 
trunk line carriers were establishing that sort of service they 
found many things needing to be straightened out before it was 
reasonably certain that what was being done was what the 
carriers desired to accomplish. 

Although nothing had come to the Commission at the end 
of the week, indicating that there would be opposition to the 
proposals of the western carriers, it was deemed not impos- 
sible that opposition would appear with a request that the 
tariff be suspended pending investigation. The idea that oppo- 
sition might be forthcoming was based on the fact that the 
Kipp and Sperry tariff is filled with exceptions, exceptions to 
exceptions, and there is at least one instance wherein there 
is an exception in an exception to an exception. The excep- 
tions were taken as indicating the possibility of disagreements 
among the western railroads resulting in requests for suspen- 
sion, even if trucking interests did not undertake to prevent the 
establishment of service intended to compete with motor trans- 
portation. 5 


eles ORDERS 


1. and S. No. 4153, potatoes from west and northwest to southwest. 
Operation of the suspended schedules has been voluntarily deferred 
by respondents until April 1, 1936, continuing in effect with some few 
modifications the present rates and the period of suspension having 
expired proceeding discontinued. 

Fourth section application No. 13470, rates from, to, and between 
points in southern territory and fourth section order No. 11200 entered 
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in 119 I. C. C. 507 and 201 I. C. C. 18. Petition for modification, dated 
October 23, denied. - 

Fourth section applications Nos. 14476, 14770, 15243, and 15265, 
refined petroleum products in the southwest, 203 I. C. C. 103. Fourth 
Section order entered June 10, 1935, in Crude Oil and Casinghead 
Gasoline in the Southwest, 209 I. C. C. 321, which by its terms be- 
comes effective December 10, 1935, modified and amended so that it 
shall become effective February 10, 1936, instead. 

No. 13535 et al., consolidated southwestern cases and |. and S. 
No. 3130, southwestern rates. Order entered in No. 13535 et al. on 
April 5, 1927, as since amended, further amended by eliminating there- 
from, and from the requirements thereof, dried soya beans and dried 
velvet beans, in carloads, and that in all other respects the petition 
dated June 25, 1935, filed by southwestern carriers denied. 

No. 17000, part 8, rate structure investigation, cottonseed, its 
products, and related articles. Order of October 12, 1935, by its terms 
made effective December 16, 1935, modified so as to become effective 
on March 18, 1936, instead of December 16, 1935, on not less than 5 
days’ notice. 

1. and S. No. 2595, meats and packing house products to, from 
and between southwestern and western trunk line points; No. 12068, 
Wilson & Co., Inc., of Oklahoma et al. vs, Director General, as agent, 
Cc. B. & Q. et al.; No. 12067, Wilson & Co., Inc., vs. Director General, 
as agent, A. T. & S. F. et al.; No. 12127, Swift & Co. vs. St. L.-S. F., 
Director General, as agent et al.; No. 12271, Morton Gregson Co. et 
al. vs. Director General, as agent, A. T. & S. F. et al.; No. 12175, 
Morris & Co. vs. Director General, as agent, A. T. & S. F. et al.; 
No. 12193, Armour & Co. vs. M. K. & T., Director General, as agent 
et al.; No. 12284, Wilson & Co., Inc., of Oklahoma et al. vs. Director 
General, as agent, C. R. I. & P. et al.; No. 12301, Albert Lea Packing 
Co., Inc., et al. vs. Director General, as agent; No. 12398, Armour & 
Co. et al. vs. A. T. & S. F., Director General, as agent et al.; No. 
12515, Swift & Co. vs. Kansas City Terminal Railway Co., Director 
General, as agent et al.; No. 12646, Swift & Co. vs. A. T. & S. F. et 
al.; No. 15362, Jacob E. Decker & Sons et al. vs. C. R. I. & P. et a; 
No. 15389, Swift & Co. vs. A. T. & S. F. et al.; No. 15446, Albert Lea 
Packing Co. et al. vs. C. R. I. & P. et al.; No. 15606, Armour & Co. 
et al. vs. A. T. & S. F. et al.; No. 18473, George A. Hormel & Co. vs. 
Cc. M. & St. P. et al.; No. 18741, Swift & Co. vs. A. T. & S. F. et al.; 
1. and S. No, 2533, butter and lard tubs, meats, and packing house 
products from and to southwestern points; and fourth section appli- 
cations Nos. 469, 1848, 12788, 12795, 12806, 12807 and 12886. Proceed- 
ings reopened for further hearing with respect to the extent and 
effect of truck competition, at such time and place as the Commission 
may hereafter direct. This is a correction of previous order (see 
Traffic World, Nov. 16, p. 840) to include the statement as to truck 
competition. 

No. 26586, Light Grain & Milling Co. vs. C. R. I. & G. et al. Peti- 
=~ “ complainant for reconsideration and modification of the order 
enied. 

No. 26566, Michigan Fertilizer Co. vs. Louisville & Nashville et al. 
Order entered October 16, 1935, which was by its terms made effec- 
tive on or before January 23, 1936, modified to become effective on 
February 22, 1936, on not less than 30 days’ notice instead of Janu- 
ary 23, 1936. 

No. 27226, New Orleans Joint Traffic Bureau vs. A. & R. et al. 
Tex-O-Kan Flour Mills Co. and Fort Worth Grain & Cotton Exchange 
permitted to intervene. 

No. 26634, Merchants Exchange of St. Louis vs. M-K-T et al. 
Proceeding reopened for reargument. Effective date of the order 
entered on September 12, 1935, as subsequently modified, postponed 
until further order of the Commission. 

Fourth section application No. 13470 et al., rates from, to, and 
between points in southern territory, 191 I. C. C. 507. Proceeding 
ordered reopened and assigned for further hearing at a time and 
place hereafter to be designated, solely on the question of modification 
of fourth section order No. 11200 as requested in a petition of Sep- 
tember 24 filed by J. E. Tilford. 

No. 27186, Greater Muskegon Chamber of Commerce for the Cen- 
tral Paper Co, vs. Pere Marquette et al. Wisconsin Paper & Pulp 
Manufacturers’ Traffic Association permitted to intervene. 


SUSPENDED TARIFFS 


In I. and S. No. 4161, the Commission has suspended from 
December 14 until July 14 schedules in supplement No. 12 to 
Gomph’s I. C. C. No. 1199. The suspended schedules propose to 
establish reduced rates on various commodities, in less-than- 
carload lots, from Los Angeles and San Francisco, Calif., etc., to 
destinations in Utah, Idaho, Oregon and Wyoming on the Oregon 
Short Line and Utah Idaho Central, to meet purported motor 
truck competition and to expire June 30, 1936, which are in 
some instances lower than from intermediate points. The fol- 
lowing is illustrative, rates being in cents a 100 pounds: 


From— San Francisco and Los Angeles Salt Lake City 
To Present Proposed Present 
Weiser, Idaho ..... Oa ee ee 199 131 135.5 
PE ED og bCesa cchcodecscaw 207 137 170 
MD” «6c. is aceta aioo'e .nicdcinlnde 187 124 123 
Ps ND. Wisp iatsscseweeolees 193 127 131.5 


In I. and §S. No. 4162, the Commission has suspended from 
December 15 until July 15 schedules in supplement No. 33 to 
S. J. Henry’s I. C. C. No. 381. The suspended schedules propose 
to reduce the rates on refined petroleum products, in carloads, 
from ports in Oregon and Washington to destinations in those 
states to meet purported motor truck competition. The following 
is illustrative, rates in cents a 100 pounds: 


From Portland, Ore., to Spokane, Wash., present 45, proposed 41; 
from Portland, Ore., to Pendleton, Ore., present, no change, proposed, 
no change. From Seattle, Wash., to Spokane, Wash., present 45, 
ey 41; from Seattle, Wash., to Pendleton, Ore., present 35, pro- 
pose 5 





/ PETITIONS FOR REHEARING, ETC. 


No. 15006, rates, charges, regulations and practices governing 
transportation of anthracite coal. Chesapeake & Ohio, the Norfolk 
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& Western and the Virginian ask for modification of the order entereg 
in this case so far as it prescribes routes to destinations on the Main 
Central Railroad. ; ’ . 

No. 26573, Abingdon Sanitary Manufacturing Co., Inc., vs. A. Cc 
& Y. et al. Complainant asks for rehearing. : 

No. 26360, Chamber of Commerce, Rome, Ga., et al. vs. Souther 
et al. Defendants ask for reopening and reconsideration and to Set 
aside or postpone effective date of the order. 

No, 23904, Traffic Bureau-Lynchburg Chamber of Commerce ys 
Louisville & Nashville et al. Complainant asks for reopening for the 
purpose of a further hearing. 

No. 17000, part 8, cotton seed, its products, and related article 
and |. and S. No. 4069, routing via Q. A. & P. Respondents, by F, 4 
Leland, ask for postponement of the effective date of its correcta 
orders, dated November 14, 1935, in No. 17000, rate structure investi. 
gation, part 8, and in I. and S. No. 4069, for a period of ninety days 
beyond February 8, 1936. 

No. 26241, Lone Star Gas Co. vs. C. C. C. & St. L. et al. South. 
western carriers, defendants, ask the Commission to modify its order 
of a 14, 1925 (101 I. C. C. 465), by canceling the last paragraph 
thereof. 

No. 26566, Michigan Fertilizer Co. vs. L. & N. et al. Complainant 
asks the Commission to reopen these proceedings for further hearing 
to determine amount of damages. 

I. and S. No. 4069, routing via Quanah, Acme & Pacific Railway 
Co., and No. 17000, part 8, rate structure investigation, cottonseed, its 
products and related articles. Respondents ask for reopening, vaca. 
tion of orders, reconsideration and for postponement of effective dates 


of orders. 
No. 26611, S. H. & E. H. Frost et al. vs. A. C. L. et al. Com. 


plainants have filed a second petition for reargument and reconsidera- 
tion on the record as made. 

1. and S. No. 4075, fruit and vegetable packages in southwest. The 
Edgerton Manufacturing Co. asks for reopening for the purpose of 
clarifying, interpreting and modifying statements and findings made 
by division 3 in its opinion of October 25, 1935. 


LIVE STOCK HEARINGS 


Defense testimony at the hearing in dockets 26717 and 
26935, involving widespread adjustments on live stock, before 
Examiner Worthington in Chicago (see Traffic World, Decen- 
ber 14, p. 1024), came to a close December 18. Generally speak. 
ing, the backbone of the railroad case was the insistence that 
the adjustments alleged by complainants to be in contravention 
of sections 1, 2 and 3 of the interstate commerce act were in 
practically all instances rates made in conformity with orders 
of the Commission in a long line of live stock cases. 

Aside from that, witnesses for the railroads introduced a 
number of exhibits tending to show that rates on meats and 
packing house products were extremely low. In response to 
a question by complainants as to whether it was the purpose 
of these exhibits to persuade the Commission to raise the meats 
and packing house products rates, railroad attorneys denied any 
such intention. They merely wanted to show, they said, that, 
since those rates were so low, it was no proof that live stock 
rates were unreasonably high simply because they were some- 
what higher than the rates on meats and packing house 
products. 

In an attempt to refute the allegation of prejudice against 
live stock moving from the west to the east through the Chi- 
cago Stock Yards as against stock moving from the west to the 
east around the yards, operating witnesses from the eastern 
railroads put in much testimony tending to show that the serv- 
ice required to move the stock through the yards was more 
extensive and more expensive than that required when the haul 
managed to avoid the yards. 

In the course of the testimony complainants agreed to drop 
the allegation of violations against the fourth section originally 
a part of their complaint. 

Coupled with the cases for hearing originally were a se 
ries of cases involving the rates on stocker and feeder cattle 
destined to eastern feeder markets. These also had been set 
for December 9, when the hearing originally opened. By agree 
ment among the parties, many of whom were from points 
distant from Chicago and were anxious to be home for 
the Christmas holidays, it was decided to put over the hearing 
on those cases until January 14, 1936, at Chicago. Western car- 
riers also agreed that such operating testimony as they had 
prepared for the cases under hearing would also be put in then 
with the stipulation that it be considered in these cases. The 
cases thus postponed were: 27149, Chicago Live Stock Ex- 
change vs. Alton et al.; 27018, Belt Railroad and Stockyards Co. 
et al. vs. Alton et al.; 27216, Louisville Live Stock Exchange 
vs. Alton et al.; 27228, Nashville Live Stock Exchange vs. Alton 
et al. 

Hearing in docket No. 27161, Swift and Company et al. vs. 
Alton et al., was held before Examiner Worthington in Chicago 
December 19. The case centered around the question of the 
applicability of rates on live stock from points in Nebraska, Iowa, 
Missouri, Kansas, South Dakota, Colorado, and Texas to points 
in Indiana, Ohio, West Virginia, and the western parts of Penn- 
sylvania and New York. The contention of the complainants was 
that rates assessed were made up of commodity rates to Chicago 
and beyond, whereas, under the lowest aggregate of intermediate 
rules, the rates should have been based on Godfrey, IIl., in which 
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case the factors would have added up to through rates some- 
what lower than those assessed. Typical, they said, was a ship- 
ment sent from South St. Joseph December 24, 1934, to Buffalo, 
N.Y. On that car a commodity rate of 36 cents to Chicago was 
added to a commodity rate from Chicago to Buffalo of 51 cents, 
making a through rate of 87 cents. To Godfrey the rate would 
have been 28 cents which, added to the 56.5 cents to Buffalo, 
would have made the through rate 84.5 cents. On the car in 
question the complainants claimed reparation of $6.06. In the 
aggregate it was estimated that some $50,000 was involved either 
in claims for overcharges on the part of the complaining com- 
panies or for undercharges on the part of the railroads. 

The objection voiced by railroad witnesses to the stand 
taken by the shippers was that the assessment of the lower rates 
via Godfrey would have caused fourth section violations. They 
stressed the fact that the aggregate-of-intermediates rule applied 
only to available routes and that the route through Godfrey was 
not, in fact, either specified or used. On the other hand, the 
shippers pointed to what they said were specifications in the 
tariffs, saying the route was available and insisted that their 
specification of the general routings carried the assumption that 
they wanted to avail themselves of the tariff routing carrying 


the lowest rate. 


SAVING EMPTY CAR MILES 


A yearly saving of approximately 246,000,000 empty car miles, 
of an unestimated dollar value, is being achieved by the railroads 
of the country by reason of the new plan of dealing with empty 
cars put into effect by them on May 1, according to J. J. Pelley, 
president of the Association of American Railroads. The esti- 
mate is on the basis of reports for September. 

There is no agreement among those interested as to the out- 
of-pocket value of a saved empty car mile. Estimates run from 
about one to about four cents. Using one cent as the value the 
estimated saving is $2,460,000 a year. 

Coordinator Eastman, a little more than a year ago, sub- 
mitted a definite plan for the pooling of the ordinary box car (see 
Traffic World, October 27, 1934, p. 687). It was estimated that 
adoption of the car pool plan would result in a saving of $100,- 
000,000 a year, of which $75,000,000 would result from the elimina- 
tion of excess empty car mileage which would reduce operating 
expenses, and the remainder from the saving of capital carrying 
charges. 

The proposal was submitted to the Coordinator by the sec- 
tion of car pooling. It was prepared by O. C. Castle and N. D. 
Ballentine. In support of the estimate of a $75,000,000 a year 
saving of operating expenses, Mr. Castle said: “The annual 
‘excess’ empty car mileage now exceeds 2,000,000,000 miles. 
A conservative estimate of the operating savings possible by 
the prevention of this unnecessary movement is $75,000,000 per 
year.” 

The railroads sought to save empty car mileage by changing 
their practice in the handling of empty cars, by the use of what 
is sometimes called the “frozen per diem” plan, making it opera- 
tive May 1. Use of that plan resulted in the saving announced 
by Mr. Pelley. 

“Action of the Association of American Railroads in placing 
into effect, on May 1 this year, a plan whereby railroads pay 
for the use, while on their lines of box cars belonging to other 
roads on a monthly average basis rather than for the actual 
number of days such cars are held, is resulting in a substantial 
financial saving to the railroads,” said Mr. Pelley. 

“This is shown by a study of box car movements since the 
plan became effective that has just been made by this association. 
The purpose of the plan was to discourage the movement off the 
line of one railroad of box cars owned by another road in order 
to save car rental, when by holding them a few days longer 
Dossibly a load might be found. 

“That this plan is accomplishing the results sought is shown 
by the fact that since it became effective the percentage of empty 
box cars to the total of all box cars moved by the railroads of 
this country has been decreasing, while at the same time the 
amount of freight transported per train has been increasing. 

“W hile in December, 1934, the movement of empty box cars 
constituted 25.6 per cent of the total mileage made by all box 
cars, the study showed that in September of this year the per- 
centage was only 22.6 per cent. In July this year it was 23.4 
per cent, while in August it was 22.7 per cent. Preliminary re- 
ports for October indicate a further reduction in the percentage 
for that month. On the basis of reports for September, however, 
it is estimated than the plan inaugurated by this association 
will result in a saving of approximately 246,000,000 empty car 
miles annually.” 


CHANGE IN DOCKET 


o6g7e eument in No. 26869 and Sub. Nos. 1, 2, 3, and 4 and No. 
Cc * and Sub. No. 1, assigned for December 16, at Washington, D. 
» Was postponed to a date to be hereafter fixed. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, M Copyright, 
1935, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Judicial Court of Massachusetts, Suffolk.)— 
Statute providing for liability of carrier delivering property for 
damage caused by delivering carrier or initial carrier or inter- 
vening carrier held not to alter or abrogate existing law as to 
liability of common carrier or existing rules as to proof of such 
liability (Interstate Commerce Act, sec. 20 (11, 12), as amended 
in 1927, 49 USCA, sec. 20 (11, 12)). (Bonfiglio vs. New York, 
N. H. & H. R. Co., 198 N. E. Rep. 236.) 

Carrier is liable for failure to transport safely goods in- 
trusted to its care unless they are lost or damaged from cause 
excepted from rule by law, or by valid contract.—Ibid. 

Shipper’s showing of delivery of goods to carrier in good 
condition and delivery to consignee in bad condition is sufficient 
to make prima facie case of liability against delivering carrier, 
entitling shipper to recover in absence of rebutting evidence 
(Interstate Commerce Act, sec, 20 (11, 12), as amended in 1927, 
49 USCA, sec, 20 (11, 12)).—Ibid. 

Railroads furnishing cars for transportation of watermelons 
had duty to furnish cars which were free from defects endanger- 
ing safety of shipments and suitable for transportation of such 
goods by reason of obligation as common carriers to transport 
safely goods committed to their care.—Ibid. 

Shippers may relieve carrier from duty to furnish cars which 
are free from defects that would endanger safety of shipments 
and which are suitable for transportation of goods by contract 
by assuming risk of damage resulting from known condition or 
unsuitability of car, or by voluntary selection or acceptance of 
car with knowledge of defects or unsuitability, relying on his 
own judgment, and not on judgment or duty of carrier.—Ibid. 

Shipper’s selection or acceptance of car for transportation 
of goods without knowledge of defects therein or unsuitability 
thereof and relying on judgment of carrier rather than on his 
own judgment does not relieve carrier from liability for damage 
arising from failure to furnish cars which are free from defects 
that would endanger safety of shipments and which are suitable 
for transportation of goods.—Ibid. 

Shipper’s request for and acceptance of ventilator cars for 
shipment of watermelons held not “act or default” of shipper 
relieving carriers from liability for damage to melons caused by 
cinders and dust under provision of bill of lading relieving 
carrier from damage caused by “act or default” of shipper, in 
absence of knowledge from which damage might have been an- 
ticipated, where carriers knew of danger arising from shipment 
in type of cars provided (Interstate Commerce Act, sec. 20 (11, 
12), as amended in 1927, 49 USCA, sec. 20 (11, 12)).—Ibid. 

In action against delivering carrier for damage to water- 
melons caused by cinders and dust, prima facie showing that 
melons were shipped in good condition and received in bad condi- 
tion was sufficient to support judgment for plaintiff in absence 
of showing that damage did not arise from extraordinary condi- 
tion which could not reasonably have been anticipated by either 
initial carrier or shipper (Interstate Commerce Act, sec. 20 (11, 
12), as amended in 1927, 49 USCA, sec. 20 (11, 12)).—Ibid. 

In action against delivering carrier for damage to water- 
melons caused by cinders and dust during transportation in un- 
suitable cars furnished by initial carrier, fact that railroad cus- 
tomarily shipped watermelons in type of cars furnished ghipper 
held not to exempt defendant from liability (Interstate Commerce 
Act, sec. 20 (11, 12), as amended in 1927, 49 USCA, sec. 20 (11, 
12) ).—Ibid. 





(Supreme Court of Arizona.)—Court may not question legal- 
ity or soundness of policy of laws of foreign nation or state 
within such nation. (Wells Fargo & Co. Express, S. A., vs. 
Tribolet, 50 Pac. Rep. (2d) 878.) 

Cwner of goods, although not designated as consignee, may 
stop goods en route and demand their possession, and carrier, 
especially if it had knowledge of such ownership, is bound to 
surrender possession to owner.—Ibid. 

Carrier has lien on goods for freight and expenses and may 
retain goods until tendered or paid such charges.—Ibid. 

In absence of contrary showing court assumed that Mexican 
law was same as law in United States.—Ibid. 

Surety bond, given by owner of. goods to carrier, which 
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recited that carrier would transport goods without first exacting 
freight charges, held not extension of credit for shipments which 
would entitle owner to possession of goods without payment of 
freight charges.—lIbid. 

Carrier must deliver goods to consignee.—Ibid. 

Carrier held not to have waived right to have freight charges 
paid before delivery of goods to owner by directing owner to 
make demand for goods from consignee who was in possession 
of bills of lading.—Ibid. 

In action of trover by owner of goods against carrier who 
refused to deliver possession of goods to owner, where carrier 
had entered general denial, owner had affirmative duty to show 
that freight charges on goods had been paid or tendered.—Ibid. 

In action of trover, defendant under general denial could 
show any fact refuting any fact plaintiff was required to prove 
to establish cause of action, including ownership and right of 
possession of goods.—lIbid. 

Shipment of goods from Mexico to United States held “inter- 
state” shipment, and action for their conversion could not be 
maintained without filing written claim within time provided in 
bill of lading as required by Interstate Commerce Act (Interstate 
Commerce Act, 49 USCA, sec. 1 et seq.).—Ibid. 

Where bill of lading issued by Mexican carrier provided 
that shipment was subject to conditions of bills of lading of 
participating carriers, Mexican carrier held not liable for alleged 
conversion of goods, which it had transported, where no written 
claim had been.filed with it or its connecting carrier within time 
required by provision in bill of lading issued by connecting 
carrier.—Ibid. 

Owner of goods who had not paid or tendered freight charges 
for their transportation could not recover from consignee for 
alleged conversion of goods by consignee, from whom owner had 
demanded possession, where consignee had never been in pos- 
session and had only bills of lading for goods, since carrier 
had right of possession until freight charges were paid.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Superior Court of Delaware, New Castle.)—In action against 
telegraph company whose agent allegedly sent telegram to 
plaintiff’s customer and forged thereto tradename of plaintiff who 
was engaged in selling information regarding horse races, 
plaintiff held not entitled to damages for breach of relations, 
between plaintiff’s subscriber and third person as to whom 
plaintiff had no direct relationship, in absence of showing of 
breach of relations between plaintiff and subscriber, (Wise vs. 
Western Union Telegraph Co., 181 Atl. Rep. 302.) 

In action against telegraph company whose agent allegedly 
sent telegram to plaintiff’s customer and forged thereto trade- 
name of plaintiff who was engaged in selling information re- 
garding horse races, right of plaintiff to recover for loss of 
prospective profits held not determinable on demurrer before 
offer or introduction of evidence.—Ibid. 

In tort action for loss arising from interruption of established 
business, plaintiff is entitled to recover loss of prospective profits 
which naturally follow wrongful act and are proximate and Cer- 
tain both in nature and source, but not such loss which is con- 
tingent or remote.—Ibid. 

Loss of prospective profits recoverable in tort action must be 
substantiated by tangible facts from which actual damages may 
be logically or legally shown or inferred, and can not be shown 
by conjecture, uncertain estimates, or mere conclusion.—Ibid. 

Person who has been injured by wrong of another has duty 
to make reasonable effort to minimize damages liable to result 
from such injury, and reasonable and proper expenses sustained 
in effort to minimize damages are recoverable by injured party 
as part of his damages.—lIbid. 

To recover expenses incurred in minimizing damages it 
must clearly appear that effort to minimize Gamages was rea- 
sonably warranted by and proportioned to injury and conse- 
quences to be avoided, and that effort was made under belief 
reasonably justified that it would avoid or reduce damages to be 
apprehended from wrong complained of.—Ibid. 

In action against telegraph company whose agent allegedly 
sent telegram to plaintiff’s customer and forged thereto trade- 
name of plaintiff who was engaged in selling information regard- 
ing horse races, plaintiff held not entitled to recover for expense 
of notifying subscribers against unauthorized communications 
in general, in absence of showing of connection between unau- 
thorized communications warned against and defendant’s alleged 
wrongful acts.—Ibid. 

In action against telegraph company whose agent allegedly 
sent telegram to plaintiff’s customer and forged thereto trade- 
name of plaintiff who was engaged in selling information regard- 
ing horse races, plaintiff held not entitled to recover cost of 
installation of telephone replacing telegraphic communication, 
except to extent expense was proportioned to consequences of 
defendant’s alleged wrongful acts which were sought to be 
averted.—Ibid. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter Systen 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.)—Court will not interfer 
with order of Public Service Commission on purely administy, 
tive matters except where order is clearly unreasonable or py 
in conformity with law. (Steward vs. Public Service Commissig, 
of Pennsylvania, 181 Atl. Rep. 329.) 

Order of Public Service Commission permitting collectig) 
by motortrucks of freight to be shipped by railroad and delivery 
by trucks of freight shipped by railroad to consignee at points ¢ 
destination held administrative matter which would not be inte. 
fered with by Supreme Court, notwithstanding existence of such 
service or that there were certificated truck lines which coulj 
collect and deliver such goods by public highways.—Ibid. 

Public Service Commission can approve and authorize adapta. 
tions and improvements of railroad service.—Ibid. 





(Circuit Court of Appeals, Fourth Circuit.)—Railroad op. 
structing spur track can by contract protect itself from fire 
hazards in absence of statute making such contract unlawful, 
(Aetna Ins. Co. vs. Atlantic Coast Line R. Co., 79 Fed. Rep 
(2d) 463.) 

Provision in spur track agreement exempting railroad fron 
liability for fire communicated by engine on spur or main track 
in Virginia was not invalid as against public policy or unde 
Virginia statute invalidating agreements made by transportation 
company for exemption from liability for loss occasioned by trans. 
portation company’s misconduct as common carrier, and insur. 
ance company which had full knowledge of provision could not 
recover from railroad amount paid on losses caused by fire com- 
municated by engine on main track (Code Va. 1919, sec. 3930)-— 
Ibid. 

Court can exercise its judgment as to construction of con 
tract only when contract is ambiguous.—Ibid. 





(Court of Civil Appeals of Texas, Austin.)—Truck operator 
has no right to use highway for commercial purposes other thai 
those expressly granted to him in his permit from Railroad Com. 
mission. (Railroad Commission vs. Trinity Houston Truck Line, 
86 S. W. Rep. 817.) 

Order of Railroad Commission denying truck operator right to 
pick up or deliver property at towns between Houston and Hunts 
ville held not denial of any right granted under permit to operate 
truck between Houston and Lovelady by way of Huntsville and 
intermediate points between Huntsville and Lovelady, but met- 
tioning no other intermediate points.—Ibid. 

Truck operator holds permit to operate truck on highways 
subject to right of state to at any time limit, restrict, or forbid 
use of highways as public interest might demand (Acts 19239, ¢. 
314, sec. 4).—Ibid. 

In suit by truck operator to restrain enforcement of order 
of Railroad Commission restricting operator’s use of highways, 
operator held to have burden of showing that order was unreasol- 
able, unjust, or arbitrary as to him:—Ibid. 

Court had no authority to enjoin enforcement of order of 
Railroad Commission restricting extent of truck operator’s per 
mit to carry on trucking business which was regularly promul- 
gated and valid upon its face, in absence of proof by operator 
that it was unjust and unreasonable as to him.—Ibid. 





(Supreme Court of Minnesota.)—Dominant rule of statutory 
construction is to discover and give effect to legislative purpose, 
and to discover such purpose, object sought to be accomplished 
by statute should be given consideration. (North Shore F. & F. 
Co. vs. North Shore Men’s T. Assn., 263 N. W. Rep. 98.) 

Courts may consider what might happen under statute to 
be construed if given construction contended for.—Ibid. 

Cooperative trucking association carrying members’ goods 
for hire in competition with common carrier and opening mem: 
bership to all at nominal fee held subject to regulation of Rail 
road and Warehouse Commission as either a “common” or 4 
“contract” carrier (Mason’s Minn. St. Supp. 1934, sec. 5015-20 
et seq.; sec. 7834).—Ibid. 

Statute subjecting contract and common carriers to regula 
tion of Railroad and Warehouse Commission would not be col 
strued as exempting cooperative trucking association, transport 
ing members’ goods for hire in competition with common cal 
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riers, since under such construction serious constitutional ques- 
tion would be involved on ground that classification was arbi- 
trary and unreasonable (Mason’s Minn, St. Supp. 1934, sec. 
5015-20 et seq.; sec. 7834).—Ibid. 

Statute will not be construed so as to render it unconstitu- 
tional when it is open to construction which is fair, reasonable, 
and wholly consistent with constitution.—Ibid. 


RAILROAD EARNINGS 


The Commission’s compilation of operating revenues -and 
operating expenses of Class I railroads for October and the ten 
months ended with October, for the country as a whole, based 


on carrier reports, follows: 
October 











35 1934 
Average number of miles operated .... 237,384 238,791 
Revenues: 
EE hn ndaishcle a sls esigSmcamiebabssbwes $ 284,614,409 $ 238,793,288 
NS BE errr ee 28,608,132* 28,578,5907 
errs errr 7,762,211 ,632,814 
TEEOTORD 6 5c cccccccccseccsecs 5,347,016 4,777,794 
All other transportation ... 7,936,055 6,567,130 
CO PPE Se 6,122,509 5,951,994 
SS ee ee 862,710 808,256 
it PRCUIEI—“EOE, ccc ccceveccsecens 235,178 199,583 
Railway operating revenues ...$ 341,017,864 $ 292,910,283 
Expenses: 
PMaintenance of way and structures.$ 36,335,719 $ 32,637,405 
Maintenance of equipmentt ....... 60,998,558 53,106,453 
RN ected big. a aalsia ka bed ba saree 7,785,931 7,423,614 
ee err ree 112,637,573 101,400,074 
Miscellaneous operations .......... 2,512,376 2,350,769 
cos sires te aSan ees dieesiee 12,663,560 15,324,319 
Transportation for investment—Cr. 418,116 279,354 
Railway operating expenses ...$ 232,515,601 $ 211,963,280 
Net revenue from railway operations .$ 108,502,263 $ 80,947,003 
MalwaY tAX ACCTURIS ....cccccscccccecs 21,685,192 $ 20,550,679 
Uncollectible railway revenues ........ y 85,346 
Railway operating income ..... $ 86,713,643 $ 60,310,978 
Equipment rents—Dr. balance ......... 8,277,566 $ 7,862,377 
Joint facility rent—Dr. balance ....... 3,010,986 3,112,294 
Net railway operating income .$ 75,425,091§ $ 49,336,307] 
Ratio of expenses to revenues (per cent) 68.18 72.36 
tIncludes: 
EC Te Te ee RTE $ 16,068,513 $ 15,295,998 
EE: 6556 es obeeeonneese wens s<0% ‘ i 
Maintenance of equipment before de- 
preciation and retirements ........ $ 44,744,962 $ 37,651,475 
Net railway operating income before 
depreciation and retirements ...... 91,678,687 64,791,285 


*Includes $719,265 sleeping and parlor car surcharge. 

fIncludes $691,882 sleeping and parlor car surcharge. 

§Includes credits to General Expenses in the amount of $453,636 
on account of reversal of charges previously made for liability under 
the Railroad Retirement Act. 

{Includes charges to General Expenses in the amount of $2,835,943 
on account of accruals for liability under the Railroad Retirement Act. 


Ten Months 
1935 1934 
Average number of miles operated .... 237,757 239,078 
Revenues: 
EE kdinn aie ee wetbtaaseawelcieswene $2,307,136, 286 $2,225,491,557 
BRMUORREPD 600 cccccs ccs nececcececece 95,678,650* 289,458, 0697 
DE Nuncrebiess san taniey ena eckaws 74,717,813 74,221,447 
EY ea eui on dnwumalcs eaes-4tieunsbiite 43,927,698 44,762,908 
All other transportation ........... 68,390,149 63,033,718 
SE, 8 5055 h500 6a eie > é0ssasensiosin 57,090,826 54,323,877 
WOMES BRCMEIMO, oo os oc ceecccicewes 8,047,881 7,690,091 
BUINt TACHIG—DE, gcc ccccccsccases 2,050,013 1,898,377 
Railway operating revenues ...$2,852,939,290 $2,757,083,290 


Expenses: 
Maintenance of way and structures.$ 333,715,542 
Maintenance of equipmentt 56 


$ 312,299,912 
538,935,178 


eee er noes ’ ’ 


ah id 05 os We gies <4 566k Gees 78,397,709 74,404,319 
SOMOCUOUNEG ccc ccccccccnceses 1,034,824,126 970,189,473 
Miscellaneous operations ........... 25,006,199 22,453,812 
INE! Mili ocd - are ws wong 4neuaweie> 118,764,769 131,256,365 
Transportation for investment—Cr. 2,904,771 2,490,184 
Railway operating expenses ...$2,149,186,963 $2,047,048,875 

Net revenue from railway operations ..$ $ 710,034,415 


703,752,327 
204,300,133 208,605,960 
936,614 


_ Railway operating income ..... $ 498,530,735 $ 500,491,841 
Equipment rents—Dr. balance ......... $ 71,556,129 $ 76,178,113 
Joint facility rent—Dr. balance 29,516,373 30,391,638 
Rats Net railway operating income .$ 397,458,233§ $ 393,922,0909 

atio of expenses to revenues (per cent) 75.33 74.25 


Railway tax accruals 
Uncollectible railway revenues 


eee eee ee ee) 


eeeeeee 





tIncludes: 
Depreciation Dae icnd Cad s SVS eon outs $ 159,814,908 $ 154,686,253 
I 5 8 Sls. 055d 5 bee loe eu a bare 1,555, 816 3,805,213 





Maintenance of equipment before de- 
,,,preciation and retirements .......... $ 400,012,665 
Net railway operating income before 
depreciation and retirements 558,828,957 
*Includes $7,461,792 sleeping and parlor car surcharge. 
{Includes $7,850,775 sleeping and parlor car surcharge. 
- §Includes credits to General Expenses in the amount of $7,738,061 
P account of reversal of charges previously made for liability under 
e Railroad Retirement Act. 
” {Includes charges to General Expenses in the amount of $8,411,466 
account of accruals for liability under the Railroad Retirement Act. 


$ 380,443,712 
552,413,556 


eeeeee 
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UNION PACIFIC CONSOLIDATION 


Announcement of the leasing of the several units of the 
Union Pacific System to the Union Pacific Railroad Company, 
effective January 1, 1936, was made December 18 by Carl R. 
Gray, president. The railroads affected are the Oregon Short 
Line Railroad Company, the Oregon-Washington Railroad and 
Navigation Company, the Los Angeles and Salt Lake Railroad 
Company, and the St. Joseph and Grand Island Railway Com- 
pany. All these properties will January 1 lose their individual 
identities and all the railroad properties of the Union Pacific 
will come under the corporate name of Union Pacific Railroad 
Company, headquarters of which will be in Omaha. 

At the same time, W. M. Jeffers, executive vice president, 
announced that the consolidated properties would, beginning 
January 1, be operated with district organizations under the 
direction of general managers. The lines east of Ogden, Utah, 
will be known as the eastern district, with N. A. Williams as 
general manager, with headquarters at Omaha; lines north of 
Salt Lake City, Utah, including the Salt Lake Terminal, and 
lines north of Granger, Wyo., and east of Huntington, Ore., will 
be known as the central district, with H. J. Plumhof as general 
manager, with headquarters at Salt Lake City. Lines north and 
west of Huntington, Ore., including the Huntington Terminal, 
will be known as the northwestern district, with F. N. Finch as 
general manager, with headquarters at Portland, Ore.; lines 
south of Salt Lake City will be known as the southwestern dis- 
trict, with F. H. Knickerbocker as general manager, with head- 
quarters at Los Angeles. 

Messrs. Williams, Plumhof, Finch, and Knickerbocker have 
heretofore been the general managers of the several units com- 
prising the Union Pacific System. 

Promotion of J. M. Souby, commerce counsel of the Union 
Pacific for many years, to western general counsel, a newly 
created position, is announced. The position of commerce coun- 
sel is abolished but jurisdiction over all interstate commerce 
commission work is retained by Mr. Souby in the reorganiza- 
tion of the Union Pacific law department as announced by him. 

Charles A. Magaw, general solicitor, with headquarters at 
Omaha, will continue to have jurisdiction in Nebraska, Kansas, 
Iowa, Missouri, Colorado, and Wyoming. Changes in the Omaha 
legal staff include the appointment of Thomas W. Bockes, Dana 
T. Smith, and John A. Bennewitz, each as assistant western 
general counsel, Claude B. Matthai, as general attorney, Thomas 
F. Hamer, as general attorney for Nebraska and Iowa, Stan- 
field Johnson and Walter A. Rouse. each as assistant general 
attorney, and George C. Holdredge, as assistant general attorney 
for Nebraska and Iowa. Heretofore Mr. Bockes has been gen- 
eral attorney for Nebraska and Iowa, Mr. Smith has been as- 
sistant commerce counsel, Mr. Bennewitz has been general at- 
torney, Mr. Matthai and Mr. Hamer havs been assistant gen- 
eral attorneys for Nebraska and Ioda, Mr. Johnson has been 
assistant to commerce counsel, and Mr. Rouse and Mr. Hol- 
dredge have been attorneys. 

Other appointments announced by Mr. Souby include Ar- 
thur C. Spencer, general solicitor, with headquarters at Port- 
land, Ore., and jurisdiction in Oregon, Washington, and northern 
Idaho; George H. Smith, general solicitor, with offices at Salt 
Lake City, with jurisdiction in Utah, northern Nevada, south- 
ern Idaho, and Montana, and Edward E. Bennett, general solic- 
itor at Los Angeles, with jurisdiction in California and southern 
Nevada. 

Several changes in accounting department officers were 
announced by H. A. Toland, general auditor, in connection with 
the consolidation of the accounting department at Omaha. C. J. 
Merriam, who has had the title of auditor, becomes assistant 
general auditor; R. Wipprecht, who has been auditor of the 
Oregon Short Line at Salt Lake City, is appointed assistant to 
the general auditor; H. S. Walker, of Omaha, is also named 
assistant to the general auditor. Among the heads of the 
various auditing sub divisions, W. S. Ure, formerly assistant 
treasurer of the Oregon Short Line at Salt Lake City, is ap- 
pointed auditor of station accounts; F. J. Krecek, formerly as- 
sistant auditor of the Oregon Short Line at Salt Lake City, 
becomes assistant auditor of disbursements; E. J. Doolin, now 
assistant auditor of the Union Pacific Railroad, becomes audi- 
tor of equipment service accounts. Others of these sub divi- 
sion heads are J. K. Finlayson, auditor of miscellaneous ac- 
counts; B. Lancaster, auditor of disbursements; G. W. Streicher, 
auditor of freight accounts; H. J. Peterson, assistant auditor of 
freight accounts, and T. H. Ochiltree, auditor of passenger 
accounts. 


FALSE LOSS AND DAMAGE CLAIM 


The Commission has been advised, according to Secretary 
McGinty, that the Circuit Court of Appeals for the second cir- 
cuit, recently affirmed the judgment of conviction in the case 
of United States vs. Satuloff Brothers, Inc., and Bernard Satuloff, 
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which was rendered by a jury on May 24, 1935, in the federal 
court at Rochester, N. Y. In this case the defendants were 
charged jointly with violation of section 1 of the Elkins act 
through the filing of a false loss and damage claim covering 18 
barrels of turkeys with the Wabash Railway Co. 

Circuit Judge Manton, who wrote the opinion affirming the 
judgment, said the indictment charged the defendants with vio- 
lation of section 1 of the Elkins act in that each unlawfully and 
knowingly solicited a rebate and concession in the sum of 
$896.19 from the Wabash by means of a device, to wit, a false 
claim for the loss of part of a carload of turkeys. The govern- 
ment claimed that the corporation through its secretary and 
treasurer surreptitiously removed 18 barrels of turkeys from a 
carload consigned to them, comprising a shortage later claimed 
from a specified car. The Circuit Court of Appeals found no 
reason for reversing the lower court. 


CHICAGO TIME ZONE PETITION 


The Chicago city council, December 18, adopted a resolu- 
tion calling on Barnet Hodes, corporation council, to prepare 
and file with the Commission a petition asking for a reopening 
of the time zone investigation, docket 10122, and the placing 
of Chicago in the eastern standard time zone. This action was 
in conformity with an ordinance adopted by the council some 
weeks ago making eastern standard time the official time in 
Chicago beginning March 1, 1936. The Commission’s approval 
was to be sought, according to Alderman B. A. Cronson, so as 
to enable the railroads to adjust their schedules to the new 
time. 


RAIL CREDIT CORPORATION 


E. G. Buckland, president of the Railroad Credit Corpora- 
tion, authorized the following statement following the meeting 
of the board of directors Dec. 19. 

The Railroad Credit Corporation will make a liquidating distribu- 
tion on Dec. 31 of $735,885, or one per cent, to participating carriers. 

This will be the twenty-third of such distributions and will bring 
the total to $29,435,398, or forty per cent of the fund administered by 
the Railroad Credit Corporation under the terms of the Marshalling 
and Distributing Plan, 1931. Of the total amount returned to the 
carriers $13,593,657 will have been paid in cash and $15,841,741 credited 
on carriers’ indebtedness to the corporation. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended December 14 to- 
taled 615,237 cars, 21,896, or 3.4 per cent, under the preceding 
week, but 35,035, or 6 per cent, above the corresponding week 
last year, and 55,818, or ten per cent, above the corresponding 
1933 week. Miscellaneous loading totaled 241,801; merchandise, 
156,439; coal, 132,180; grain and products, 29,247; live stock, 
14,124; forest products, 27,469; ore, 5,921; coke, 8,056. 

Revenue freight loading the week ended December 7 totaled 
637,133 cars (see Traffic World, Dec. 14), according to the Asso- 
ciation of American Railroads. All districts reported increases 
for that week compared with the corresponding week last year. 
All districts also reported increases compared with the corre- 
sponding week in 1933. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 


1935 1934 1933 

SG WOGES Ii DANUATY 6 oc.ccccs cocccens 2,170,471 2,183,081 1,924,208 
4 weeks in February ............... 2,325,601 2,314,475 1,970,566 
SS OSS OS arr 3,014,609 3,067,612 2,354,521 
EN EE sc Seiccecedocccccces 2,308,103 2,340,460 2,025,564 
To 660.606 060d ee coceape 2,327,120 2,446,365 2,143,194 
CO IRN 655. 4.060.0,0.9.4.000 0008 3,035,153 3,084,630 2,926,247 
SE EY bake 6.004 04:0.05664-0000% 2,228,737 2,351,015 2,498,390 
kh... ¢ Ore ree 3,102,066 3,072,864 3,204,919 
4 weeks in September ............. 2,631,558 2,501,950 2,567,071 
©. WOGES -1 QGGODOP 6 oc.c:c.c0 ccccccces 2,881,924 2,534,940 2,632,481 
5 weeks in November .............. 3,179,447 2,842,999 2,885,251 
AVGEM OC DROME FT cic ecciccccccae 637,133 551,485 541,992 

REESE Oe en ar ae 29,836,922 29,291,876 27,674,404 


Revenue freight loading by districts the week ended Decem- 
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ber 7 and for the corresponding period last year was reporta 
as follows: 

Eastern district: Grain and grain products, 6,254 and 5,024: ji, 
stock, 1,555 and 2,042; coal, 31,536 and 23,275; coke, 2,499 and L675: 
forest products, 1,745 and 1,641; ore, 838 and 640; merchandise. L 
C. L., 40,748 and 40,558; miscellaneous, 61,659 and 44,956; total, 1935 
146,834; 1934, 119,812; 1933, 122,070. : 

_ Allegheny district: Grain and grain products, 3,544 and 3,297: 
a live stock, 1,027 and 1,518; coal, 32,628 and 27,103; coke, 3,662 and 

1,617; forest products, 898 and 770; ore, 1,754 and 1,189; merchandise 
is C, , 29,423 and 28,925; miscellaneous, 49,461 and 37,095; total 
1935, 122,397; 1934, 101,444; 1933, 104,092. : 

Pocahontas district: Grain and grain products, 276 and 310; liy, 
stock, 131 and 109; coal, 30,155 and 24,594; coke, 469 and 471; fores 
products, 599 and 511; ore, 89 and 57; merchandise, L. C. L., 5,34 
and 5,184; miscellaneous, 5,674 and 4,490; total, 1935, 42,741; 193 
35,726; 1933, 33,396. 

Southern district: Grain and grain products, 2,554 and 2,479: live 
stock, 1,103 and 1,277; coal, 17,920 and 16,750; coke, 318 and 269; for. 
est products, 8,699 and 6,391; ore, 724 and $14; merchandise, L. C, L, 
27,781 and 27,838; miscellaneous, 35,373 and 31,086; total, 1935, 94,479: 
1934, 86,404; 1933, 80,317. 

Northwestern district: Grain and grain products, 8,046 and 6,496: 
live stock, 3,702 and 5,268; coal, 8,471 and 8,914; coke, 1,311 and 819: 
forest products, 8,725 and 5,047; ore, 202 and 110; merchandise, [, 
C. L., 18,886 and 18,551; miscellaneous, 26,693 and 22,718; total, 1935 
76,036; 1934, 67,914; 1933, 63,413. 

Central Western district: Grain and grain products, 7,158 and 
7,240; live stock, 5,909 and 7,991; coal, 12,900 and 13,177; coke, 187 and 
182; forest products, 4,955 and 3,653; ore, 1,713 and 1,061; merchan- 
dise, L. C. L., 24,118 and 22,927; miscellaneous, 41,863 and 33,323: 
total, 1935, 98,803; 1934, 89,554; 1933, 91,083. 

Southwestern district: Grain and grain products, 3,164 and 3,754: 
live stock, 1,727 and 1,996; coal, 4,381 and 5,261; coke, 165 and 229. 
forest products, 3,943 and 2,556; ore, 376 and 226; merchandise, L, 
C. L., 12,499 and 12,532; miscellaneous, 29,595 and 24,084; total, 1935, 
55,850; 1934, 50,631; 1933, 47,621. 


ROPER ON RAILROADS 


“The past year was another difficult period for the railroad 
industry,’ says Daniel C. Roper, Secretary of Commerce, in 
his annual report to Congress, the reference being to conditions 
that obtained in the fiscal year ended June 30, 1935. 

“While passenger traffic improved with the upward trend 
of income and with the efforts made by the carriers to stimulate 
this business through the use of improved equipment and fare 
reductions, the volume of freight traffic, upon which the main 
reliance for revenues is placed, failed to expand. The number 
of cars loaded was slightly less than in the preceding fiscal 
period and was but 10 per cent above the depression low regis. 
tered in the fiscal year 1933. The Federal Reserve Board’s index 
for the fiscal year was 61.4, on the 1923-25 base, which was 42 per 
cent below the 1928-29 figure. This showing is undoubtedly influ. 
enced to some degree by the increased volume of merchandise 
moved by trucks, but current data on this movement are not 
available. 

“Gross revenues of the class I carriers for the year amounted 
to $3,277,139,000, a decrease of 1 per cent from the preceding year. 
There was a decline of 1.8 per cent in freight revenues which 
was partially offset by the 2.1 per cent gain in passenger 
revenues. The decline in gross revenues, coupled with an in- 
crease in operating costs, reduced the net railway operating in- 
come by 22 per cent to $428,000,000. This amount was insufficient 
to meet the fixed charges of the roads, thus contributing further 
to the deficits piled up during the earlier years of the depression. 

“The Interstate Commerce Commission, on petition of the 
carriers, granted a rather broad freight rate increase which went 
into effect in April. These higher rates, it was estimated, will 
yield a substantial amount of revenue, and they did aid revenues 
in the latter part of the year.” 


MID-WEST BOARD CIRCULATES PELLEY LETTER 


The Mid-West Shippers’ Advisory Board is circulating among 
its members copies of the circular letter issued by J. J. Pelley, 
president, Association of American Railroads, under date of 
December 3 (see Traffic World, December 7, page 981). The 
board’s covering communication said Mr. Pelley’s letter was 
being distributed for “whatever individual action in the matter 
as may be appropriate.” 





Revenue Freight Car Loading—Week Ended Saturday, December 7 





Grain and Live 
grain prod. stock Coal 
1935 30,996 15,154 137,991 
TORRE WH CONGR 6iivdcddsicccsces 1934 28,530 20,201 119,074 
1933 28,639 16,895 108,206 
Preceding week Nov. 30 ......... 1935 30,162 13,026 120,276 
Per cent increase over .......... 1934 8.6 15.9 
Per cent decrease under ........ 1934 25.0 
Per cent increase over .......... 1933 8.2 27.5 
Per cent decrease under ......... 1933 10.3 
: 1935 1,499,063 678,503 5,763,161 
Cumulative 49 weeks to Dec. 741934 1,572,724 1,029,189 5,738,485 
1933 1,585,545 842,673 5,327,50 
Per cent increase over .......... 1934 4 
Per cent decrease under ........ 1934 4.7 34.1 
Per cent increase over .......... 1933 8.2 
Per cent decrease under ......... 1933 5.5 19.5 


Per cent to 15 year average 77.3. 


Forest Mdse. 
Coke products Ore L. C. L. Miscellaneous Total 
8,611 29,564 5,696 158,803 250,318 637,133 
5,247 20,569 3,597 156,515 197,752 551,485 
6,296 20,631 2,574 162,541 196,210 541,992 
7,777 25,954 7,108 137,846 228,278 570,427 
64.1 43.7 58.4 1.5 26.6 15.5 
36.8 43.3 121.3 P 27.6 17.6 
2. 
$21,374 1,308,816 978,225 7,694,298 11,593,482 29,836,922 
313,857 1,096,320 784,602 7,816,438 10,940,261 29,291,876 
276,648 1,050,500 733,928 8,005,592 9,852,017 27,674,404 
2.4 19.4 24.7 6.0 1.9 
1.6 t 
16.2 24.6 33,3 17.7 7.8 
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LABOR AND UNIFICATION 


The Traffic World Washington Bureau 


The directors of the Association of American Railroads De- 
cember 20 granted the request of George M. Harrison, chair- 
man of the Railway Labor Executives’ Association, for a confer- 
ence With the representatives of railroad labor to consider the 
question of protecting labor affected by unification projects. 
No views were expressed as to what might be accomplished by 


such a conference. 

A committee, consisting of the following railroad presidents 
and J. J. Pelley, president of the association, was named to 
meet the labor group: Clements, Pennsylvania; Williamson, New 
York Central; Denney, Erie; Downs, Illinois Central; Baldwin, 


Missouri Pacific. 

The Railway Labor Executives’ Association at a meeting 
December 5 decided to seek a conference on the subject with 
the Railroad Association. (See Traffic World, December 7, p. 


983.) 


GOVERNMENT OWNERSHIP 


Organized railroad labor as represented by the majority of 
the members of the Railway Labor Executives’ Association has 
formally opened its drive in support of government ownership 
and “democratic control” of the railroads. 

The association’s Washington “publicity bureau for govern- 
ment ownership of railroads,” headed by Arthur Keep, this week 
sent to the members of the Seventy-fourth Congress “a letter 
_,. requesting consideration of the situation confronting in- 
vestors in railway securities, the general public and railway 
employes, under present absentee control by great banking insti- 
tutions and the necessity of altering that situation, stating that 
in the opinion of the organizations named, the only way out of 
that situation is government ownership and democratic control.” 

In the list of organizations appended to the letter the names 
of the Brotherhood of Locomotive Engineers, the Brotherhood of 
Railroad Trainmen and the Switchmen’s Union of North America 
are missing. The letter follows: 


The organizations named below, represented in the Railway Labor 
Executives’ Association, respectfully offer for your consideration the 
following: 

During the depression it has become increasingly clear that 
isolated efforts to deal with different aspects of railway difficulties 
do not reach to the core of the railroad problem, nor permanently settle 
any of those difficulties. The basic abuses inherent in present control 
by banking interests, more intent on ‘‘milking’’ the roads than in 
rendering the service which railroads are capable of rendering, show 
that isolated efforts to settle particular difficulties have not reached 
to the causes of the general railway disfress. 

It is allleged that the banking and financial interests who control 
railroads of today, are less prone to indulge in the practices that were 
responsible for the difficulties which railroads faced in other days. 
The facts, however, show that the allegation is based more upon a 
desire to confuse than a readiness to admit facts. 

Going back to 1921, we find six thousand victimized stockholders 
of the Denver and Rio Grande Railroad Company petitioning the 
Interstate Commerce Committee of the Senate for a searching investi- 
gation into how that great and once prosperous system was looted by 
Wall Street financers and then sold at a receivers’ sales for $5,000,000. 

A detailing of that affair is not necessary here; the facts in that 
case are well known and it is only necessary to note that millions 
of dollars were lost by savings banks, trustees, and widows and or- 
phans whose money had been invested in the securities of the road. 

Instances of a similar nature could be adduced, covering years 
before 1921 and since down to the present, which show that the 
leopard of finance has not changed its spots—or practices. 

Early in this year of grace, 1935,.an investigation into the affairs 
of the St. Louis and San Francisco Railway, ordered by a_ federal 
district court, shows practically the same practices followed by Wall 
Street financiers in the wrecking of that once prosperous road, as was 
followed in the wrecking of the Denver and Rio Grande some fifteen 
years previous. : ae 

As the result of those practices not only were the investors 

jeopardized, but, as testified by. the president of thé St:-Louis. and 
San Francisco Railway, the syphoning of reserves’ and funds of the 
road to Wall Street caused a lack of funds for maintenance, he-stating 
that ‘“‘We had as high as twenty-five rail breaks in twenty-four hours 
because of old rails.” 
._ _Thus, it appears, not only were the fortunes of investors jeopard- 
ized by the manipulations of the Wall Street financiers but also were 
the lives of employes and the traveling public placed in jeopardy by 
their greed and desire for increased profits. 

We cite these facts to show that so long as the roads are used 
as chips in a financial poker game—the cards being stacked against 
the little fellow—there can result only increased difficulties for the 
railroads, and a continuation of practices which endanger the equities 
in the roads of insurance companies, educational institutions, mutual 
Savings banks, philanthropic institutions and, last but certainly not 
least, the individual investor who, in many instances, has his all in 
the securities of the railroads. 

That banker control of your roads, with its constant demand for 
rake-offs, has caused and causes continuous loss of positions by 
fuPloyes—some hundreds of thousands before 1929 and hundreds of 
housands since the depression, all of which had its part in bringing 
on the depression and intensifying that depression. 

a _That control by bankers has prevented and still prevents the full 

evelopment of the service your roads are capable of rendering; has 
sited and financed competitors, and acts as a brake upon management 
- its efforts to make the roads the great agencies of commerce they 
were intended to be. 


The Traffic World 


PAGE 1077 





As Mr. Jesse Jones, chairman of the Reconstruction Finance Cor- 
poration, said, when addressing the recent convention of the American 
Bankers Association at New Orleans, “Railroads were built largely 
by promoters through government subsidies, in one form or another, 
federal, state and local. Millions of acres of land were given them 
and much money in bonuses and loans.” 

He further said at that time, ‘“‘The Old Man of the Sea—their (the 
railroads) bankers—should be removed from their backs,” and he 
declared that while the government wanted to get out of the money 
lending business it should not get out too soon, 

In other words, the government really built the roads, allowed a 
service so necessary to the public interest to be used as money-making 
machines for a few financiers and their hangers-on, lent them money 
when they were in difficulties caused by that coterie of financial 
buccaneers—and is again lending them money. 

Is it not high time that this ‘‘vicious circle’? was ended? 

Are the same practices that have caused misery for employes and 
losses for investors, and deprived the roads of funds necessary to 
their upkeep and development, to continue, or shall a stop be put, 
once and for all, to such practices and the railroads be placed in a 
position to render the service to which the nation is entitled? 

We are of the opinion that the only way out of the morass in 
which the roads have been placed by bankers is over the road that 
leads to government ownership and democratic control of the main 
arteries of commerce—the railroads. 

We, therefore, again ask you to consider what we have said, and 
to note that it is our intention to place, from time to time, further 
information on the subject of and necessity for government ownership 
of the railroads at your disposal. 

Brotherhood of Locomotive Firemen and Enginemen; Order of 
Railway Conductors; The Order of Railroad Telegraphers; Brotherhood 
of Railway & Steamship Clerks, Freight Handlers, Express and Sta- 
tion Employes; National Organization Masters, Mates & Pilots of 
America; International Longshoremen’s Association; National Marine 
Engineers’ Beneficial Association; American Train Dispatchers Asso- 
ciation; Railway Employes’ Department, A. F. of L.; International 
Brotherhood of Blacksmiths, Drop Forgers & Helpers; International 
Brotherhood of Electrical Workers; Brotherhood of Stationary Fire- 
men and Oilers; Brotherhood of Maintenance of Way Employes; 
Brotherhood of Railway Carmen of America; International Association 
of Machinists; Sheet Metal Workers’ International Association; Inter- 
national Brotherhood of Boilermakers, Iron Ship Builders and Helpers 
of America: Brotherhood of Railroad Signalmen of America; Order of 
Sleeping Car Conductors. Arthur Keep, Bureau Director. 





TARIFF SIMPLIFICATION 


The Trafic World Washington Bureau 


Creation of the National Tariff Simplification Committee by 
the Traffic Advisory Committee of the Association of American 
Railroads has been announced by A. F. Cleveland, vice president- 
traffic, of that association, and chairman of the advisory com- 
mittee. (See Traffic World, Dec. 14.) 

In setting up this committee the railroad association is mak- 
ing an effort to deal with “the present widespread and per- 
sistent complaints coming from many sources regarding the in- 
tricacy of freight tariffs.” 

J. G. Kerr, assistant to Vice President Cleveland, who is to 
be in charge of the work as permanent chairman of the 
simplification committee, has been one of the most prominent 
men in traffic and tariff work among the railroads, especially 
southern railroads, and before the Commission. In announcing 
the initiation of this move for simplification, Mr. Cleveland said: 

“The National Tariff Simplification Committee was created 
by the Traffic Advisory Committee on December 10, 1935, to be 
composed of the principal tariff publishing agents with Mr. J. G. 
Kerr (assistant to vice president-traffic, Association of Amer- 
ican Railroads) as permanent chairman, and a tariff expert of 
the Interstate Commerce Commission to be invited to become a 
member or to actively participate in its work, subject to the 
approval of that body. The national committee will make re- 
ports monthly as to progress. to the chairman of the Traffic 
Advisory Committee. 

“The chairman of the national committee is authorized to 
use his own discretion in creating similar territorial tariff sim- 
plification committees to be composed of the tariff publishing 
agents and tariff representatives..of-the principal railroads in 
each territory, these’ committees to closely cooperate ‘with the 
national committee in bringing about the desired results. 

“There is. placed upon the national committee the responsi- 
bility of making a thorough analysis of the present tariff situa- 
tion and to investigate the present widespread and persistent 
complaints coming from many sources regarding the intricacy 
of freight tariffs. While the committee is expected to develop 
its own procedure as experience may prove to be best, it will, 
however, contact and receive suggestions from committees rep- 
resenting such organizations as the Shippers’ Advisory Boards, 
National Industrial Traffic League and railroad accounting of- 
ficers, and from shippers, railroad officers, station agents, rate 
clerks, and others who must use railroad tariffs, for the pur- 
pose of developing the difficulties that are encountered in the 
everyday use of tariffs in their present form or forms and to de- 
termine how they may be revised to a more simple and workable 
basis. The committee is expected to make a sustained and con- 
tinued effort in this direction and is authorized to enlist the 
assistance of anyone in the railroad service deemed necessary 
to obtain the desired results, 
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“It is not expected that changes recommended by the na- 
tional or territorial committees can be made effective at any 
one time, but that changes in existing tariffs must be brought 
about in an orderly way as new tariffs are published and exist- 
ing tariffs reissued, and at a minimum of expense.” 

The Commission will be represented in the tariff simplifica- 
tion work of the Association of American Railroad by George M. 
Crosland, assistant director of its Bureau of Traffic, who, for 
many years, has had direct supervision of the Commission’s 
tariff section. 

The question of Commission representation in that work 
was brought to the attention of the Commission by A. F. Cleve- 
land, vice president of the Association of American Railroads, 
and J. F. Kerr, permanent chairman of the simplification com- 
mittee. They talked with Commissioner Aitchison, chairman of 
division 2, which has jurisdiction over traffic and tariffs. 

“I have consulted with the Commission with respect to the 
matter discussed with me by you and Mr. Kerr yesterday 
morning,” said Commissioner Aitchison in a letter to Mr. Cleve- 
land. “I am now authorized to say that the Commission will 
be pleased to give every encouragement we can to your very 
worth-while endeavor to make further progress in the general 
simplification of rate tariffs. I have been authorized to designate 
a suitable representative of our Traffic Bureau to sit with the 
National Tariff Simplification Committee which your association 
is setting up. I have therefore designated Mr. George M. Cros- 
land, assistant director of the Bureau of Traffic, whose very 
long and broad experience indicates unmistakably his suitability 
as the Commission’s representative. It is understood that Mr. 
Crosland will sit with your committee, not as an active mem- 
ber, but as an observer, privileged to take part in the discus- 
sions, and that he will give the committee the benefit of his 
experience and skill, and keep the Interstate Commerce Com- 
mission advised as to the progress made by the Committee. 

“The director of the bureau, Mr. Hardie, or some of his 
assistants, may from time to time accompany Mr. Crosland, 
and will give such aid as is possible. 

“The Commission expresses the hope that the work of your 
Committee, which is recognized to be fraught with great diffi- 
culty and complexity, may be productive of worth-while results.” 

General Chairman Kerr of the National Tariff Simplification 
Committee appointed the members thereof and called them into 
a meeting December 18. The members are: H. B. Cummins, 
chairman, Texas-Louisiana Tariff Bureau; W. S. Curlett, assistant 
to the chairman, Trunk Line Association; B. T. Jones, agent, 
Central Freight Tariff Bureau; L. E. Kipp, tariff publishing agent, 
Transcontinental Freight Bureau and Western Trunk Line Com- 
mittee; J. R. Peel, tariff publishing agent, Southwestern Freight 
Tariff Bureau; Roy Pope, agent, Southern Freight Tariff Bureau; 
R. A. Sperry, chairman, Illinois Freight Association; and I. N. 
Doe, alternate agent, New England Freight Association. 


A. F. Cleveland, vice-president traffic, Association of Amer- 
ican Railroads, W. V. Hardie, director, and George M. Crosland, 
assistant director of the Commission’s Bureau of Traffic, attended 
the meeting. Mr. Crosland was there in his capacity of observer 
for the Commission. 

The whole day was devoted to a discussion of the program 
for the work of the committee as outlined in Mr. Cleveland’s 
announcement of the initiation of active work looking toward 
simplification, without the attainment of any conclusions as to 
the manner in which the work would be undertaken. It was 
decided, however, to hold another meeting at Atlanta, Ga., Janu- 
ary 10, at the offices of the Southern Freight Tariff Bureau, 101 
Marietta St. It is probable that other meetings of the committee 
will be held at the headquarters of traffic and freight tariff 
publishing organizations. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on freight agreements filed pursuant to 
the provisions of section 15 of the shipping act, 1916, as 
amended: 





Agreements Approved 


Agreement No. 4579 between Dollar Steamship Lines, Inc., Ltd., 
and Seas Shipping Company, Inc. (Robin Line), providing for the 
transportation of canned goods and dried fruit on through bills of 
lasing from San Francisco and Los Angeles to Cape Town, Algoa Bay, 
East London, Durban. Luorenco Marques, Beira, Dar-es-Salaam, 
Zanzibar, Tanga, and Mombasa. 


Agreement No. 4647 between Booth Steamship Company, Ltd., 
and Pacific Atlantic Steamship Company (Quaker Line), providing for 
the transportation of cargo on through bills of lading from Para, 
Maranham, Parnaiba, Ceara, Camocim, Maceio, Pernambuco, Natal, 
— Cabedello, Manaos, and Itacoatiara to U. S. Pacific coast 
ports. 

Agreement No. 4662 between States Steamship Company and 
Luckenbach Gulf Steamship Company, Inc., providing for the trans- 
portation of cargo on through bills of lading from India, Dutch East 
Indies, Straits Settlements, Federated Malay States. Philippine Is- 
lands, Siam, French In4o-China, China and Japan to U. S. Gulf ports. 

Agreement No. 4693 between American Caribbean Line, Inc. 
(American Caribbean Line) and American Line Steamship Corpora- 
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tion-The Atlantic Transport Company of West Virginia (Panam, 
Pacific Line), providing for the transportation of rum on through 
bills of lading from St. Thomas and St. Croix, Virgin Islands to Say 
Diego, Los Angeles Harbor, and San Francisco. 

Agreement No. 4706 between Coast Steamship Company (1923) 
Limited, and Williams Steamship Corporation, providing for the 
transportation of carge on through bills of lading from Vancouver 
Victoria, New Westminster, Powell River, Chemainus, Port Alice 
and any other British Columbia ports to U. S. Atlantic_coast ports’ 

Agreement No. 4700 between N. V. Stoomvaart Maatschappy 
~Nederland”’ and N. V. Rotterdamsche Lloyd, jointly operating the 
Pacific-Java-Bengal Line, and Luckenbach Guif Steamship Company, 
Inc., providing for the transportation of cargo on through bills of 
lading from British India, Straits Settlements, Netherlands Eagt 
Indies, and the Philippine Islands to U. S. Gulf ports. 

Agreement No. 4712 between Dollar Steamship Lines, Inc., Ltd, 
and Luckenbach Gulf Steamship Company, Inc., providing for the 
transportation of cargo on through bills of lading from Japan, China, 
the Philippines, the Straits Settlements, India, and Ceylon to U. § 
Gulf ports. 

Agreement No. 4724 between Calmar Steamship Corporation and 
Seas Shipping Company, Inc. (Robin Line), providing for the trans- 
portation of canned goods and dried fruit on through bills of lading 
from Pacific coast ports to Algoa Bay, Cape Town, East London, 
Port Natal, Lourenco Marques, Beira, Dar-es-Salaam, Mombasa, 
Tanga, Zanzibar, Luderitz Bay, Mossel Bay, Walfisch Bay, Inham- 
bane, Quilimane, Mozambique, and Port Amelia. 

Agreement No. 4729 between The Harkins Transportation Com- 
pany and Shepard Steamship Company, providing for the transpor- 
tation of cargo under through bills of lading from Astoria and. Long- 
view to U. S. Atlantic coast ports. 

Agreement No. 4730 between Shepard Steamship Company and 
The Harkins Transportation Company, providing for the transpor- 
tation of cargo under through bills of lading from U. S. Atlantic 
coast ports to Astoria and Longview. 

Agreement No. 1635-C between Barber Steamship Lines, Inc, 
and Luckenbach Gulf Steamship Company, Inc., canceling Agreement 
No. 1635, as amended, which provides for the transportation of cargo 
under through bills of lading Trom the Orient to U. S. Gulf ports, 

Agreement No. 2990C between Los Angeles Steamship Company 
and Dollar Steamship Lines, Inc., Ltd., canceling Agreement No. 
2990, as amended, which provides for the transportation of cargo 
under through bills of lading between U. S. Pacific and U. S. Atlantic 
coast ports. 

Agreement No. 4654 between American & Indian Line (Ellerman 
& Bucknall Steamship Co., Ltd.), American Pioneer Line, and Isth- 
mian Steamship Company, providing for limiting and spacing of sail- 
ings and fixing of uniform rates in the trade from U. S. Atlantic 
and Gulf ports to India and Ceylon. 

Agreement No. 4189-1 between Florida East Coast Car Ferry 
Company, New York and Cuba Mail Steamship Company, Seatrain 
Lines, Inc., et al., providing for substitution of the words ‘Port Ever- 
glades, Fla.,’’ for the words “Key West, Florida,’’ wherever the lat- 
ter appear in the agreement of the Havana Steamship Conference. 

Agreement No. 4189-2 between Florida East Coast Car Ferry Com- 
pany, New York and Cuba Mail Steamship Company, Seatrain Lines, 
Ine., et al., incorporates additional provisions into the agreement 
of the Havana Steamship Conference more fully recording the under- 
taking of the parties in respect to establishment and maintenance of 
rates for transportation of cargo under the conference agreement 
which covers traffic from North Atlantic ports to Cuba. 


Agreements Cancelled 


Agreement No. 1308 to the extent of the participation therein of 
the ~~ Steamship Company and Luckenbach Gulf Steamship Com- 
pany, Inc. 

Agreement No. 1556 between Pacific-Java-Bengal Line and Luck- 
enbach Gulf Steamship Company, Inc., which has been superseded 
by agreement numbered 4708. 

Agreement No. 1595 between Dollar Steamship Lines, Inc., Ltd., 
and Luckenbach Gulf Steamship Company, Inc., which has been 
superseded by agreement numbered 4712. 

Agreement No. 2233 between Coast Steamship Company (1922), 
Limited, and Williams Steamship Corporation, which has been super- 
seded by agreement numbered 4706. 

Agreement No. 3905 between The Harkins Transportation Com- 
pany and Shepard Steamship Company, which has been superseded 
by agreement numbered 4729. 

Agreement No. 3906 between Shepard Steamship Company and 
The Harkins Transportation Company, which has been ‘superseded 
by agreement numbered 4730. 


INTERCOASTAL CANNED GOODS 


Dismissal of the complaints in No. 163, Canners’ League 
of California vs. Alameda Transportation Co. et al., and No. 178, 
Pacific Coast Dog Food Manufacturers’ Association vs: Alameda 
Transportation Co. et al., has been recommended by Shipping 
Board Bureau Examiner C. B. Gray in a proposed report in 
which he said: 


Both complaints allege that the rate of 46.5 cents per 100 pounds, 
minimum weight 36,000 pounds, maintained by defendants other than 
Shepard Steamship Company for the transportation of canned fruits 
and other canned products, including animal food . O. S., from 
points on the Pacific Coast to points on the Atlantic Coast of the 
United States, via the Panama Canal, was unjust and unreasonable as 
compared with the rate of 40 cents per 100 pounds, minimum weight 
24,000 pounds, contemporaneously maintained by the same defendants 
for the transportation of the same commodities in the opposite di- 
rection, in violation of section 18 of the shipping act, 1916. They 
also allege that the 40-cent rate was unduly and unreasonably pref- 
erential in favor of competitors of complainants’ members, in viola- 
tion of section 16 of said act. The prayer in each case is for the es- 
tablishment of the same rate in both directions. At the hearing 
complainant in No. 178 withdrew the allegation of unreasonableness. 

Subsequent to the hearing, defendants other than Shepard Steam- 
ship Company filed new tariffs effective October 3, 1935, following 
Intercoastal Investigation, 1935, 1 U. S. S. B. B. 400, which was 4 
comprehensive investigation dealing with msny features of intercoas- 
tal transportation. Such tariffs name the same rate for eastbound as 
for westbound transportation in intercoastal commerce of the com- 
modities involved. This action of defendants apparently has removed 
the ground for complaint, and the complaints should be dismissed. 


Vol. LVI, No. 9% 








mb 
— 


sentat 
gubsid 
dies il 
the 0 
an ag 
mittec 
in Jal 

D 


the b 
mail 

dealt 
group 
parti 
ment 


tion 

offici: 

the ] 
( 


able 
up Ss 
over 


trad 
are | 
in n 
wise 
eacl 
the 

legi: 


sub: 
in t 
pos 
Bla 
me‘ 
con 
str 
cor 
leg 


che 
pal 
gat 
tio 
at 


or 


oc 7 


oe eo 


ma er oe bee PD OS 






on and 
trans- 
lading 
2ondon, 
m basa, 
Inham. 


Com- 
NSpor- 
Long- 


y and 
nspor- 
tlantic 


Inc., 
ement 
cargo 
ports, 
npany 
t No. 
cargo 
lantic 


rman 
Isth- 
sail- 
antic 


‘erry 
train 
Yver- 

lat- 
ence. 
Yom- 
ines, 
nent 
der- 
e of 
nent 


1 of 
om- 


ick- 
ded 


td., 
een 


22), 
er- 


m- 
led 


nd 
ed 


le 


la 
4 


[sMevraeEwnae aac 


SS 9 





December 21, 1935 


PAGE 1079 


The Traffic World 





Water Transportation 





SHIP SUBSIDY LEGISLATION 


The Trafic World Washington Bureau 


Commerce department officials who are working with repre- 
sentatives of the Post Office department on a proposed ship 
subsidy bill providing direct operating and construction subsi- 
dies in substitution for the present indirect subsidy paid through 
the ocean mail contracts, indicated this week they expected 
an agreement to be reached on a measure that would be sub- 
mitted to the merchant marine committees of Congress early 
in January. 

Differences of opinion on certain matters to be covered in 
the bill, including the question as to how the present ocean 
mail contracts which still have several years to run, shall be 
dealt with, has existed between the Commerce and Post Office 
groups but it is expected, according to those that have been 
participating in the conferences on the subject, that an agree- 
ment will be reached. 

President Roosevelt may discuss the ship subsidy ques- 
tion in his message to Congress in January. At this time 
officials who are closely in touch with the matter do not expect 
the President to endorse specific provisions of a subsidy bill. 

Officials are hopeful that the steamship owners will be 
able to “get together” before the proposed legislation is taken 
up so that there will not be the discussion in the industry itself 
over the subsidy question that there was at the last session. 

It is pointed out that in the industry there are the foreign 
trade and domestic trade carriers and that these main groups 
are divided into smaller groups, such as the lines that operate 
in nearby foreign trades, industrial carriers, intercoastal, coast- 
wise and Great Lakes carriers. The existence of these groups, 
each with problems of its own, it is pointed out, complicates 
the situation with respect to obtaining unanimity of action when 
legislation is proposed. 

Secretary Roper said Dec, 18 that he hoped to have a ship 
subsidy bill ready for submission to President Roosevelt early 
in the year. He explained that effort was being made to “com- 
pose” differences in the various subsidy measures, including the 
Bland bill passed by the House at the last session and the 
measure, based on that bill, favorably reported by the Senate 
commerce committee. He said the new bill was being ‘“con- 
structed” on that basis, and that it still was “in the process of 
construction.” He declined to discuss details of the proposed 
legislation. 

J. Monroe Johnson, Assistant Secretary of Commerce in 
charge of marine affairs, said that representatives of his de- 
partment and of the Post Office department had decided to segre- 
gate their differences of opinion on proposed shipping legisla- 
tion, each group to state its views, which were to be considered 
at a joint conference to be held next week. 

Whatever is recommended by the two departments, jointly 
or otherwise, will be considered by the merchant marine com- 
mittees of Congress at the coming session. 


SHIPPING BUREAU REPORT 


Facing an improved business outlook, American shipowners 
have one outstanding concern—the growing obsolescence of 
Many of their vessels, says the report of the United States 
Shipping Board Bureau included in the annual report to Con- 
gress of Daniel C. Roper, Secretary of Commerce, who concurs 
in the bureau’s views. 

“The bureau feels,” says the report, “that, unless the pro- 
posed subsidy legislation provides the method and the means 
by which these replacements can be brought about, there is 
grave danger of losing the gains made since the war in building 
up a strong American commercial fleet in the foreign trade.” 

One hundred and sixty-nine voyages of the five remaining 
sovernment-owned cargo lines in the fiscal year ended June 30, 
1935, were performed at a cost of $1,380,828.60 to the Merchant 
Fleet Corporation, a decrease of $489,921.40 compared with the 
cost for the fiscal year 1934, according to the report. 

The government-owned lines and the managing operators 
are the American France Line, operated by the Cosmopolitan 
Shipping Company, Inc.; American Hampton Roads-Yankee 
Line-Oriole Lines, operated by the Southgate Nelson Corpora- 
tion; the American Pioneer Line, operated by the Roosevelt 
Steamship Company, Inc.; the American Republics Line, Op- 
erated by C. H. Sprague and Son, Inc., and the American Gulf 





Orient Line, operated by Lykes Bros.-Ripley Steamship Com- 
pany, Inc. 

The total operating loss of the Merchant Fleet Corporation, 
including its administrative expense and net profit from opera- 
tion and maintenance of terminals and real estate, as well as 
the expense of employes assigned to the Shipping Board Bureau 
for the fiscal year 1935, was approximately $1,698,000, as com- 
pared with about $2,200,000 for the fiscal year 1934, according 
to the report. 

At the close of the fiscal year 1935, the report said, there 
were 229 vessels in the reserve fleet, this being the remnant 
of the war-time-built merchant fleet of the government. The 
cost of labor and materials at the reserve fleets for maintain- 
ing these vessels was stated as $207,655. In addition to this 
expense, Which was chargeable to liquidation funds, an amount 
of approximately $534,000 was chargeable in the year as liquida- 
tion expense for work performed by the general administrative 
organization of the corporation, according to the report. Fol- 
lowing a survey the vessels in the reserve fleet were classified 
as follows: Class I, a reserve for restricted operation, charter 
or sale, 30; Class II, a second reserve for national emergencies, 
132; and Class III, vessels of insufficient value for commercial 
or military operation to warrant their further preservation, 67. 

Ship construction and ship reconditioning loans made from 
the revolving fund administered by the bureau, outstanding as 
of June 30, 1935, amounted to $99,841,880. 

Activities of the division of regulation of the bureau in- 
creased materially in the year. Fifty-five formal complaints 
were filed in the fiscal year and 4,582 tariff publications were 
filed. 

Improved administrative supervision of the finances of 
debtor shipowners was achieved by the bureau in the year, said 
the report, and the system of joint accounts whereby govern- 
mental control was exercised over disbursements from ocean- 
mail subsidies continued to show improved results. From the 
companies with which joint accounts are maintained, approxi- 
mately $4,550,000 was collected on construction loans and ship 
sales notes, including principal and interest, while total collec- 
tions from debtor shipowners exceeded $28,400,000, according to 
the report. 

Consolidation of the America France Line, American Hamp- 
ton Roads-Yankee Line, and Oriole Lines, was approved and 
authorization given to place it in effect in the fiscal year 1936, 
said the report. 

A revised ship operating agreement, ship loans and mail 
contracts were affected by a “waiting” policy due to expectation 
of new shipping legislation being enacted, according to the re- 
port, the bureau having marked time largely with respect to 
those matters. 

Legislative Recommendations 


In the interest of the merchant marine, Secretary Roper 
said, the following legislation was recommended: 


(1) Abolition of indirect subsidies and the substitution therefor 
of direct aids based on building and operating differentials; (2) 
amendment of the shipping act, 1916, so as to provide (a) that tramp 
ships be included in the definition of common carriers; (b) that in- 
terstate carriers of coastwise traffic be required to file and observe 
their actual rates; (c) that the department be clothed with minimum 
rate power over carriers, and minimum and maximum rate power 
over other persons subject to the act; (d) that false billing by ship- 
pers be made a misdemeanor; and (e) that specific penalties be pro- 
vided for violations of the act; (3) repeal of the so-called Allin 
amendment provisions of the intercoastal shipping act, 1933; (4) 
changes in the present laws relating to the division of damages in 
cases of collisions at sea; (5) appropriation of funds for a merchant 
marine naval reserve; (6) removal of the limitation of $185,000,000 
on the amount of construction loans, and the granting of authority 
for the department to build up the construction loan fund until the 
amounts set aside for this purpose out of revenues from sales and 
operations, plus appropriations by Congress, reach the maximum 
of $250,000,000 provided by the merchant marine act, 1928; (7) amend- 
ment of thé coastwise laws substantially as provided in H. R. 112, 
Seventy-fourth Congress; (8) authority for the Department of Com- 
merce to underwrite war risks in connection with American com- 
merce in time of emergency; and (9) adoption of the Hague rules for 
the carriage, of goods by sea. 

In addition to the above, it is recommended that the Interna- 
tional Convention for Safety of Life at Sea, signed in London in 
1929, be ratified and given full effect at the next session of Congress. 


ISBRANDTSEN-MOLLER TARIFFS 


Secretary Roper, of the Department of Commerce, revealed 
Dec. 18 that he had had a conference with representatives of the 
Isbrandtsen-Moller Company, non-conference steamship carrier 
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in foreign trade, relative to that company’s refusal to comply 
with the Secretary’s order requiring the company to file with 
the Shipping Board Bureau each port-to-port and transshipment 
rate charged or collected by it as required of other lines oper- 
ating in foreign commerce. He said the company’s side of the 
matter was being studied. The company, it is understood, takes 
the position that the Secretary has no power to compel the filing 
of the rates, but that it will file its rates if they are not made 
available for public inspection after filing. (See Traffic World, 
Oct. 12, p. 599, and Nov. 23, p. 910.) 


OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 


Business improved somewhat last week in most of the full 
cargo trades and demand for tonnage was on a firm. basis. 
Grain traders were reported to have done a large business for 
nearby shipment and demand for prompt vessels to load Cuban 
sugar was brisk. Scrap iron fixtures continued to lead the mar- 
ket’s activity. 

Two grain fixtures were consummated, one a steamer of 
3,039 net tons from New York to Antwerp, done on the basis of 
2s for loading the end of December, and the other from Albany 
to Antwerp-Rotterdam, 27,000 quarters at 2s with option for 
Cork or Limerick at 2s 3d for December-January loading. 

Transatlantic sugar cargoes included a 7,000 ton steamer 
from Cuba to picked ports, U. K.-Continent, at 14s 9d for one 
or two loading ports, with option for Santo Domingo loading 
at 13s 9d, also one or two loading ports, for early January, and 
two vessels from Santo Domingo to Casablanca at 13s 6d with 
option for Marseilles at 14s 6d, one for January-February and 
the other for January loading. 

A coal fixture developed, a steamer of 2,934 net from Balti- 
more to Buenos Aires at 10s for January, and inquiry for ton- 
nage to West Italy continued strong. 

In addition to the usual West Indies and Canadian time 
charters, several longer voyage charters were reported, includ- 
ing a steamer of 2,858 net for the North Atlantic-River Plate 
trade for early January; a motorship of 2,159 net for a single 
voyage in the North Atlantic-Far East trade for January and a 
new motorship for delivery Atlantic, redelivery U. S. Gulf via 
the North Pacific, at $1.35 for January loading. 

The long list of scrap iron fixtures included eight vessels 
for West Italy at rates in the neighborhood of $5.15 to $5.20, 
mostly for January loading. Of these, four were from the North 
Atlantic range, two from the South Atlantic and two from the 
Gulf. A steamer of 1,303 net tons took a scrap iron cargo from 
the North Atlantic to U. K. on the basis of 14s for January 
loading. 

In the tankers trade a clean motorship of 9,500 tons took 
a cargo from California to Dalny-Shanghai at 13s, with option 
for Australia and/or New Zealand at 17s and option for the 
Philippines at 14s for December loading. 

In a letter to the members of the North Atlantic Ports Con- 
ference Committee, John E. Ramsey, chairman of the committee 
and general manager of the Port of New York Authority, charged 
that a whispering campaign had been launched to the effect 
that the British government did not look with favor on ship- 
ments of Canadian grain via the United States for free entry 
into the United Kingdom. He pointed out that the committee 
had worked out and negotiated a written agreement with the 
British customs officials in London with respect to the exact type 
and number of documents required to validate Canadian ship- 
ments of grain for free entry under these conditions. Since that 
time, the letter said, at least 500,000 bushels of Canadian grain 
had moved through United States ports and were accepted by 
the British customs. It added that there was no reason to 
believe that the government would reject any consignments 
properly and carefully documented in accordance with the agree- 
ment. 

The letter said that R. W. Morgan, of the North American 
Export Grain Association, New York, was prepared to advise ex- 
porters of Canadian grain contemplating shipments via United 
States ports on how to prepare the required documents. 

Members of the committee include representatives of North 
Atlantic port organizations, steamship lines and the Pennsyl- 
vania, Baltimore & Ohio, New York Central, Lackawanna, Le- 
high Valley and Erie railroads. 

Manuel G. Casseres, chairman of the North Atlantic-Spanish 
Conference, and Harry Lane, chairman of the North Atlantic- 
Portuguese Conference, announce that their conferences will 
put into effect a number of changes in tariff rates January 1. 
The new rates may be obtained on application to the chairmen 
of these conferences or to individual member lines. 

Paul W. Chapman, Chicago and New York banker and for- 
mer head of the United States Lines, proposes the construction 
of two American-flag superliners of approximately 100,000 tons 
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each, to be the largest and fastest merchant vessels ever con. 
structed and convertible for emergency use into airplane car. 
riers. The building of the ships would cost $100,000,000 anq 
would have to be financed entirely by the government, Mr. Chap. 
man said. The operating company would be known as the 
Yankee Clipper Line and would pay off the loan at the rate of 
$5,000,000 a year. 


* The ships, which would be known as the Florence Night. 
ingale and the Clara Barton, would each be 1,250 feet in length 
with a beam of 144 feet and draft of 36.5 feet. Their displace. 
ment would be about 100,000 tons each and they would have a 
normal speed of 34 knots and an emergency speed of 38 knots, 
Each ship would be capable of carrying 10,000 passengers at 
a low rate of fare, with meals extra. The ship’s funnels and 
masts would be of the disappearing type. 

Associated with Mr. Chapman in the plan is William Per. 
rott, former vice president of the United States Lines. 

It is pointed out that the 144-foot beam of the ships would 
make it impossible for them to transit the Panama Canal in 
case they were needed for Pacific service. 

P. V. G. Mitchell, vice president of the International Mer. 
cantile Marine-Roosevelt Steamship Company, operators of the 
Panama Pacific Line, in reply to the annual report of Governor 
J. L. Schley, of the Panama Canal, urges that Congress should 
not place additional handicaps on American shipping in the 
intercoastal trade. Governor Schley asked legislation to provide 
for a single unit system of measurement for tonnage transit- 
ing the canal in place of the present dual system. Mr. Mitchell 
urges that a study be made of the canal rules and regulations 
to determine alterations that should be made to benefit Amer- 
ican flag intercoastal tonnage. 

The statement made in an address in London by Alexander 
Shaw, president of the Chamber of Shipping of the United King- 
dom, expressing apprehension for British shipping in the Pacific 
because of the competition of American subsidized shipping, 
was followed by the declaration that the Canadian Australasian 
Line would be forced to discontinue its service between Canada 
and Australia and New Zealand unless government support from 
the three dominions was forthcoming. Sir Edward Beatty, 
president of the Canadian Pacific Railway and Canadian Pacific 
Steamships, made this statement at Montreal. The American 
service under fire is the Matson Line, an American-flag subsi- 
dized service operating three recently constructed liners be- 
tween California, Australia, and New Zealand. British critics 
have repeatedly urged that these vessels should be prohibited 
from engaging in the coastwise trade between ports in Australia 
and New Zealand. 


SHIP FOR U. S. LINES 


Secretary Roper, of the Department of Commerce, an- 
nounced Dec. 17 that the United States Lines had submitted 
to him a contract it had signed with the Newport News Ship- 
building and Dry Dock Company for the construction of a large 
passenger vessel for $11,900,000, subject, however, to certain 
adjustments and also to a number of changes that had not yet 
been fully defined. 

The contract expressly provides further that it shall become 
effective only when it and an application for a ship construction 
loan up to 75 per cent of the cost of the vessel, which also has 
been filed, have been approved by the Secretary of Commerce. 

Secretary Roper said the contract and application, together 
with voluminous plans and specifications for the ship, were now 
under consideration by him. 

Under an order issued some time ago by the Secretary, the 
United States Lines was required to award a contract for the 
construction of a new passenger vessel not later than Dec. 16 
or be subject to a penalty. 

Secretary Roper, at his press conference Dec. 18, would not 
say that submission of the contract for the construction of a 
ship had relieved the United States Lines from being subject 
to the penalty of $1,000,000 for failure to submit a contract as 
provided by the Secretary’s order. The point made by him at 
the time was that the contract was being studied by the solicitor 
and other officials of the department. 

Revival of a proposal by Paul W. Chapman, who headed a 
company that was the original purchaser of the United States 
Lines from the government, for the construction, with govern: 
ment aid, of two super cabin liners, brought the statement from 
Secretary Roper that the government would not participate in 
such a move unless Congress authorized such action. 

The Secretary expressed the view that now the United States 
Lines should go forward with the construction of a ship of the 
Manhattan-Washington type now in service in the north Atlantic 
to supplement its fleet. He further said better ships were needed 
in the trade between the United States and Latin America to 
take advantage of the trade opportunities existing there, 
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LAKES-TO-GULF LINK 


Whether it is advisable for the United States to purchase 
the canal now owned by the Sanitary District of Chicago as a 
link in the waterway from Lake Michigan to the Mississippi 
River and the Gulf of Mexico, is a question that is under consid- 
eration by the Board of Engineers for Rivers and Harbors of 
the War Department. A report is expected to be made soon 
by the board on the subject, the House committee on rivers and 
harbors having requested a report. 

The War Department’s division engineer submitted a report 
unfavorable to government purchase of the canal. He took the 
position that the United States did not need title to the canal 
in order to exercise control over navigation thereon; that no 
additional benefits to present or prospective navigation would 
result from purchase of the canal and that purchase could not 
be justified from the viewpoint of equity. 

The Board of Engineers for Rivers and Harbors held a 
hearing in the matter this week at which representatives of the 
Sanitary District of Chicago, headed by Elmer J. Whitty, acting 
attorney, urged that the government should purchase the canal, 
while a spokesman for the so-called group of “lakes” states that 
are strong advocates of the St. Lawrence waterway project, 
Mr. Jackson, opposed purchase. 

A brief submitted on behalf of the Sanitary District of Chi- 
cago set forth that in a statement submitted at a public hearing 
Dec. 19, 1934, the Sanitary District stated it was asking that 
the federal government reimburse it for the investment made 
in the features of the canal which were useful to navigation 
and that the present value (Nov. 1, 1934) of this construction 
was $90,607,173. On Dec. 14, 1934, in reply to a letter written 
by the Army district engineer, the Sanitary District submitted 
a statement to the effect that the 1934 reproduction value of the 
construction useful for a 9-foot project was $77,319,220. 


INTERCOASTAL CARGO CHARGES 

Additional complaints filed with the Shiping Board Bureau 
seeking reparation on account of imposition of assembling and 
distributnig charges on intercoastal shipments have been dock- 
eted as follows: No. 339, Goodyear Tire & Rubber Co. of Cali- 
fornia vs. American-Hawaiian Steamship Company et al.; No. 340, 
Western Waxed Paper Co. of California vs. Dollar Steamship 
Lines, Inc., Ltd., et al.; No. 341, Zellerbach Paper Co. vs. Ameri- 
can Line Steamship Corporation (Panama Pacific Line) et al.; 
No. 342, United States Gypsum Co. vs. Calmar Steamship Cor- 
poration et al., and No. 348, A. C. Lawrence Leather Co. vs. 
American-Hawaiian Steamship Co. and Williams Steamship Cor- 
poration. 


IMPROVEMENT OF WATERWAYS 


The War Department has announced allotment of $24,000 
for dredging in the Ouachita and Black Rivers, Ark., and La., 
and $20,000 for dredging in the intracoastal waterway from Cape 
Fear River, N. C., to Winyah Bay, S. C. 


FLORIDA SHIP CANAL 


An appropriation item to carry on the work of digging the 
Florida ship canal, for which $5,000,000 of works funds has 
been made available for preliminary activities in connection 
therewith, will be included in the administration public works 
bill which will be submitted to Congress at its coming session, 
according to President Roosevelt. 

The President said at his press conference late Dec. 17 
that he felt if additional money were to be spent on the canal 
project, Congress should approve the expenditure of the money. 
He said if the Florida canal item—he did not specify the amount 
—went through, the work would go on but that if Congress took 
it out, it would not. Incidentally he said the works bill would 
carry about half a billion dollars. 

It has been estimated that the canal, which would connect 
the waters of the Atlantic Ocean with those of the Gulf of 
a if constructed, would cost around two hundred million 

ollars. 


BRENT ON WATER CARRIER REGULATION 


Theodore Brent, of New Orleans, in a statement concerning 
what he calls the “pending Eastman water carrier bill, S. 1632,” 
quotes language used by the Commission in its report on fourth 
section application No. 15563, in which the Illinois Central en- 
deavored to obtain relief for the making of low rates on grain 
to meet barge line competition (see Traffic World, December 
7, p. 971), to combat arguments he said advocates of water 
regulation made in respect of the proposed grant of minimum 
rate power to the Commission over water carrier rates. He 
Said those who were familiar with the low cost of water trans- 
portation had opposed placing water transportation under the 
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Commission because they were convinced it would use that 
power to fix minimum water rates so as to raise them unneces- 
sarily “in the interest of improving competitive railroad rev- 
enues.” 

Mr. Brent said that the advocates of government regulation 
had constantly said that that conclusion was merely a specu- 
lation based on fear and was unfounded. In answer to that 
Mr. Brent quoted from the language in that case and drew the 
conclusion that “it indicates clearly that if it were given this 
minimum rate power over water lines, as proposed in the East- 
man water carrier bill, it (the Commission) would order rates 
which are remunerative to the barge line raised, in the interest 
of railroad revenues and without regard to the need of the 
shipping public for low-cost water transportation.” 


WATER RATES SPECIALIST 


The Commission, at the suggestion of A. D. Stebbins, presi- 
dent of the Merchants and Miners Transportation Co., has as- 
signed Assistant Director W. N. Brown, of its Bureau of Traffic, 
to specialize in all matters directly affecting rates and charges 
of water carriers, including competition between rail and water 
carriers. The assignment was made by Commissioner Aitchison, 
chairman of division 2, which has jurisdiction over traffic and 
tariffs. In a letter on the subject to Mr. Stebbins, Commissioner 
Aitchison said: 


This will refer to your conversation with Acting Chairman Meyer 
and to his letter of November 27 to you, both relatitve to your sug- 
gestion that the Commission designate some official of its Bureau of 
Traffic to specialize in matters directly affecting water lines. I have 
always had a great interest in questions affecting transportation by 
water and take pleasure in saying that as commissioner in charge of 
that bureau, I concur in the recommendation made to me by Director 
Hardie to the effect that your suggestion be carried out by the as- 
signment of Assistant Director W. N. Brown, who has heretofore had 
considerable to do with matters arising under the inland waterways 
act, to specialize in all matters directly affecting rates and charges 
of water carriers, including competition between rail carriers and 
such carriers. Instructions have been issued to the various branches 
of the bureau to consult with Mr. Brown on questions of this kind, 
in so far as practicable. Representatives of all water carriers in- 
terested in rate matters coming before the Commission which may 
ere their interests are free to discuss their problems with Mr. 

rown. 

All members of the Commission have been advised of the step 
taken and they all join me in expressing the hope that this arrange- 
ment may prove of some advantage to the Commission, the carriers, 
and the public. 


RATE BUREAU REFORM 


Editor The Traffic: World: 

We were very much interested in the article on page 1025 
of your December 14 issue under the heading, “Rate Bureau 
Reform,” and we agree fully with Mr. Keith, general traffic 
manager, International-Stacey Corporation. 

We are satisfied in our own mind that members of various 
tariff committees and also members of executive committees 
who pass on rate problems oftentimes have no idea what the 
product in question consists of. Take, for example, alfalfa meal, 
which moves in large volumes throughout the United States, 
many thousand cars a year. From the Pacific coast specific 
rates are published on this product. In Western Trunk Line 
and Southwestern territories it takes grain rates plus one cent 
emergency charge. In Central Freight Association, Trunk Line, 
and New England territories it is classified under grain by- 
products, 

For a number of years alfalfa millers have been trying to 
get specific rates published on alfalfa meal, but, when the sub- 
ject is brought up before the various committees, it is invariably 
turned down, which, we feel, is entirely due to the members of 
the rate committees not knowing what the product is, how it 
is manufactured, and what it is used for. We feel sure that, if 
members of these various committees had the time to make per- 
sonal investigations and get first-hand information from shippers 
and manufacturers regarding the products on which they are 
asked to make rate adjustments, friendlier feeling would be built 
up between shippers and railroads. 

O. E. Nelson, traffic manager, 
Denver Alfalfa Milling and Products Company. 
Denver, Colo., Dec. 18, 1935. 


HIGHWAY AND RAIL TRANSPORT 


Editor The Traffic World: 

Any discussion of this subject can include one or more of 
the three viewpoints or positions from which it can be ap- 
proached—that is, the viewpoint of the truckmen, the railroader 
and the public. 

We expect either the truckman or the railroader to be 
prejudiced. Theirs is a realistic viewpoint. Economic niceties 
or laws are important to restrain belief or action when one’s 
job is at stake. 
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The so-called “public” viewpoint is an impersonal one. The 
“public interest” in any question involving utilities is ordinarily 
in direct proportion to the public contact with the utility through 
the medium of money actually paid by the public. 


Thus, gas rates will arouse more personal interest numer- 
ically than do electric rates and ordinarily either of these will 
arouse a greater number of expressions of personal opinion than 
will water rates. 

As a general proposition transportation costs are not paid 
directly by the individuals who comprise the “public.” These 
charges are usually paid by persons engaged in buying and sell- 
ing and become an indistinguishable part of material costs when 
the consumer finally pays it. 

Therefore, the greater part of public opinion with refer- 
ence to transportation service and the cost of that service comes 
from commercial interests who either have been unfavorably 
affected by a change in transportation service or costs or who 
hope to be favorably affected by some change. 

Inasmuch as this public interest is expressed by persons 
having a pecuniary interest or competitive status to protect, the 
public viewpoint is also prejudiced. 

If it were not for regulatory authority, exercised as a func- 
tion of the sovereign power of the state, none of these three 
conflicting viewpoints could be reconciled. 

In fact, the sovereign becomes the real exponent of the 
public viewpoint. In making regulation to be effective, the 
Commission. which exercises the sovereign power to regulate 
must resolve and crystallize the opposing opinions and demands 
into policies of regulation and into rate structures that procure 
the greatest good for the greatest number. 

Transportation is a public utility which must transport some 
commodities at rates which may be close to or less than actual 
cost, at the same time transporting other commodities at rates 
far in excess of actual cost. 

It is recognized that few persons engaged in truck trans- 
portation appreciate that this not only may be but must be so. 
It ought not be necessary to produce proof to support the simple 
statement that complex modern society must have certain essen- 
tial commodities (some of which are foodstuffs), so distributed 
that all may use the commodities and obtain them at no very 
great difference in price in the various localities. 

This may be accomplished without detriment to the trans- 
portation system, if the loss entailed in providing some part of 
the transportation be recouped in other parts. 

It is more to the point in comparing highway and rail trans- 
port to test the claims of either with the touchstone of public 
benefit. 

In primitive society the problem of transport was a per- 
sonal problem; in the modern world it is a social problem. 
Therefore, one need pay no great heed to any claims put forth 
on behalf of either highway or rail transport when those claims 
involve pretensions to inherent rights. We are concerned only 
that either form of transportation continue its service with 
maximum efficiency, minimum cost and no limit on encourage- 
ment to procure or bring about technical improvements in man- 
agerial and operating fields. 

Comparison of a few of the non-controversial characteristics 
of these two forms of transport reveal some interesting facts. 

Flexibility. The truck has maximum “directional” flexibility. 
That is, truck transportation service can be immediately in- 
augurated into any area and in any direction that a road can 
be or has been constructed. Any established traffic flow can 
be changed overnight into another direction of flow. The road 
net of the United States is now so vast in area and so well im- 
proved that almost any required variation in traffic flow can 
obtain instant satisfaction. 

However, the rail transport has the present advantage in 
“Volume” flexibility. A 100 car train occupies approximately 
one mile of track and will represent the transportation of at 
least 1,200 tons. If truck transport proceeds at 45 miles per 
hour it will be found that (allowing approximately 200 feet for 
safe headway) about 22 truck units utilize a mile of road space. 
With 10 ton loads the truck transport shows a movement of 
only 220 tons in the same road distance which will move up to 
1,200 tons by rail. 

The truck has the greater directional flexibility, and the 
rail has greater volume flexibility. Each of these varieties of 
flexibility has a measurable value to society. 

The directional flexibility of the truck provides to the in- 
dustry not located on rail tracks an opportunity to obtain car- 
lot service to its own doors. This entails a dislocation of real 
estate values; produces competition to rail transport which it 
terms as unfair, but which would be more properly denominated 
as new competition. It is a human failing to call “unfair” all 
competition which produces novel situations and which compe- 
tition is difficult or impossible to meet. 

Tax Production. Strictly speaking, no form of transporta- 
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tion can pay taxes. Since the act of transportation does ny 
of itself produce any tangible addition to the quantity of cop. 
sumable goods, the carrier is able to pay taxes only by collect. 
ing the tax from those who buy transportation. As regulateg 
public utility its rates must include the tax factor. In actuality 
therefore, the sovereign uses a regulated transportation system 
as an indirect means of levying a tax upon the public. 

Where both the carrier and the government recognize the 
true relationship between the carrier and the tax, there is little 
danger in the situation if the government uses the carrier to 
produce a maximum tax revenue without putting the carriers 
rates so high as to force or encourage the public to furnish jts 
own private transportation or to use a less heavily taxed form 
of transport. Eventually, however, the present practice of re. 
quiring the highway carrier to pay the greater part of its taxes 
annually in advance of collecting them must be modified, 
Neither truck nor rail transport should be allowed to claim 
credit for tax paying ability—they should rather be allowed only 
to claim tax collecting ability. 

Employment. According to presumably reliable census fig. 
ures and calculations, the highway transport industry directly 
and indirectly employs as many or more persons than are en. 
ployed by rail transport. 

One railroad engineer will control the movement of 1,200 
tons of freight where 100 truck drivers would be required. The 
rail engineer probably receives a higher wage per day than the 
truck driver, but truck transport employs many times the num- 
ber of “drivers” than are employed by rail transport. 

The economic valuation of such a situation is too complex 
and controversial for discussion here. It is appropriate, hovw- 
ever, to point out that in so far as a job and an income of some 
size is concerned, truck transport has been highly successful in 
furnishing these vital things to many men. 

Political Significance. Few persons would care to deny that 
the political effect of regulation should remain unconsidered in 
any discussion of the problem. 

Any government founded upon representative principles and 
party responsibility must consider the political effect of 
regulation. 

Political parties are made accountable through the use of 
ballots. Thus it happens that at the ballot box the owner of a 
railroad has no more protest value than does a truck driver. 

There are only a few persons who can accumulate sufficient 
wealth to build a railroad, but hundreds of thousands can own 
trucks or other similar vehicles. 

The public builds highways not for commercial purposes, but 
in order that commerce and communications may be easier ac- 
complished. The distinction is that a community does not build 
a highway because John Doe desires to engage in the trucking 
business as a commercial occupation, but because the com- 
munity desires commerce generally to be made easier of accom- 
plishment. 


Any restriction placed upon the use of the highway by the 
“not for hire” owner of a truck becomes politically dangerous 
to the extent that it involves vast numbers ‘of persons who do 
not consider themselves as carriers. 


That is to say, the commercial carriers who use the high- 
ways as a means for carrying on their business of hauling for 
hire are not likely to be a political problem under regulation, 
but there is a potential political problem in the regulation of 
the rural type of hauler whose customers and himself are likely 
to entertain rather definite notions regarding their right to 
freely use any road or highway. 


The political significance of regulation is probably of much 
greater importance when applied to truck carriers than when 
applied to rail carriers. In fact, it represents a major part of 
the problem, and, above all else, requires sympathetic treatment. 

The most controversial question in connection with the 
regulation of highway transport is that of rates. 


The shipper is frantically attempting to get as low a rate 
basis as possible into initial truck tariffs. To that end he fre 
quently shews the iron fist in the glove. Some truck operators 
stand in awe of these threats. 


One can understand the shipper’s urgent desire to accom- 
plish reduced rates when one compares the net earnings of some 
corporations with the average reduction in rail rates they have 
obtained from the trucks. In at least one instance which was 
brought to our attention it would appear that about 75 per cent 
of the net earnings for 1934 were due to freight savings made 
by using trucks. Under such conditions the traffic manager be 
comes more important than the sales manager. 

Some truckers realize that new rules of safety, hours of 
labor and tariff costs involve real additions to costs. These 
truckers quite naturally want the highest rate that they cal 
get until the cost element reveals itself. They realize that I. 
and S. proceedings will prevent quick upward revision of rates 
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in the original tariffs, and believe that a rate which is too low 
at the start will require better than a year to obtain an increase. 

The railroad stands by, seeking for information. At the 
worst, they expect to meet any rates which truckers publish. 

It is understood that they propose to strenuously oppose 
truck load quantities at carload rates. They look upon this as 
a direct attack on their train revenue, and of such a serious 
nature as to warrant determined attack before the Commission. 
It is believed that the rails will meet all truck L. T. L. rates and 
will meet all T. L. rates which are higher than C. L. rates; and 
they will not seriously oppose C. L. rates on C. L. quantities 
when moving in truck loads. 

The problem is one of strategy for the trucker. As an in- 
dustry do the trucks know their costs and can they present a 
united front and a case that will not be so weak in spots as to 
seriously endanger the future L. T. L. csaes before the Com- 
mission? 

The trucker has difficulty in analyzing this problem. It is 
tremendously complicated by the more vocal industrial and 
chamber of commerce traffic managers, and by some truck traffic 
managers, most of whom have never operated a truck com- 
pany (or a railroad) and few of whom have ever had to meet a 
weekly payroll. 

Part of the truck industry is ready to stampede into the 
shipper’s camp; part desires to make the shipper pay through 
the nose; but the greater part want to see the next two cards. 
They think it best to see what is coming in costs and to see 
which carrier, rail or truck, is going to be the rate maker on 
L. T. L. shipments. 

The greater part would rather err on the high side—it is 
usually easier to cut a rate than to raise it—and so far the 
shippers have not agreed to a raise in rates without opposition 
if initial rates are found to be too low by the trucker. 

H. C. Smiley, treasurer, 
Mid-Western Motor Freight Tariff Bureau, Inc. 
Kansas City, Mo., Dec. 18, 1935. 


REGULATION OF MOTOR CARRIERS 


Editor The Traffic World: 

When Congress enacted the motor carrier act, 1935, it de- 
clared therein a transportation policy—to recognize and pre- 
serve the inherent advantages of and foster sound economic con- 
ditions in such transportation and to provide a system “prop- 
erly adapted to the needs of the commerce of the United States 
and of the national defense.” 

Section eight, paragraph three, of the Constitution, pro- 
vides the power of Congress “to regulate commerce with for- 
eign nations, and among the several states, and with the Indian 
tribes.” The original act looking toward regulation of trans- 
portation agencies in the United States was passed in 1887, 
pursuant to the constitutional authority, after years of propa- 
ganda, debate, and deliberation. Rebates, discriminations, and 
preferences continued in spite of the efforts of worthy members 
of the Commission to initiate corrective regulation under the 
act. This first attempt did not prove a success. In 1906 Con- 
gress gave the Commission more effective powers to deal with 
regulation of rail carriers, and again in 1910 and 1920. The de- 
sire and intent has been to improve regulation in keeping with 
circumstances and conditions as they have undergone change 
over the periods. 

: The situation respecting motor trucks for hire in present 
circumstances is not unlike that of the railroads prior to 1906. 
The desirability of regulation attending this new agency of trans- 
portation, however, is more far reaching in its relationship to 
the general public welfare than existed in connection with rail- 
roads during earlier periods, because of the closer and more 
frequent contacts with the people generally. 

Of first concern is the use of the public highway. Practically 
no restriction or regulation has been applied with regard to 
hours of service of truck drivers operating across state boun- 
daries, and, no doubt, this same fault lies with state regulatory 
bodies, although statutory provisions may exist. Lack of ad- 
equate enforcement is noticeable not only with respect to hours 
of service, but in the actual unauthorized use of highway routes 
and, after the filing of schedules of charges, failure to live up 
to them, plus failure to enforce tariff provisions. It is true, of 
course, that, during the transitional period, regulatory authori- 
ties have been lenient and, in many cases, possibly justifiably 
80. However, the time has come, now that provision has been 
made for regulation of interstate trucking for hire, to try 
earnestly to correct faults and make an improvement. There 
should, and in all likelihood will be, close cooperation between 
federal and state authorities through the medium of the joint 
boards, with the result that a “system” of highway transporta- 
el May provide greater efficiency in the general policing 

em. 
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In framing the new motor carrier act, state and interstate 
carrier regulatory provisions already in effect have proved of 
great advantage in succinctly setting forth those features of 
prime importance in the regulation of carriers for hire on the 
highways. The new law at once places in the hands of the 
Commission an instrument, while comprehensive and strict in 
its provisions, nevertheless broad enough in powers granted to 
alleviate possible hardship and loss on the part of the interests 
to be regulated. The public interest in the regulation of motor 
carriers not only involves sound economic management in this 
new agency to the end that the lowest possible cost of trans- 
port consistent with reliable and efficient service and profit to 
the operators may exist, but it also involves a responsibility on 
the part of both state and interstate regulatory bodies in the 
matter of safety of the public generally on highways and city 
streets. Through operation of the joint boards, greater interest 
in and supervision of the use of the public highways must needs 
result. 

In recent years truckers have necessarily yielded to pres- 
sure of economic conditions and “rate shopping” proclivities of 
shippers in their practice of rate-cutting, secret arrangements, 
and rebates, many times injurious to the welfare of the carrier 
involved, all of which is not unlike the conditions prevailing 
prior to 1906 with regard to rail transport. The result is too 
often the eventual impairment of the carrier service and gradual 
breaking down of the agency system, incompatible with that 
which is of paramount value in trade and commerce. Com- 
peting concerns have been at a loss due to discriminations 
and preferences by reason of these “cut-throat” practices. 
Regulation must, in time, and without undue delay, correct the 
existing evils, bring stabilization to rates and classifications, and 
establish greater certainty as to charges for service through the 
medium of legally published schedules. 

Unjust discrimination now exists with regard to state versus 
interstate rates. The new motor act provides “that nothing in 
this part (section 216, paragraph (e)) shall empower the Com- 
mission to prescribe, or in any manner regulate the rate, fare, 
or charge for intrastate transportation, or for any service con- 
nected therewith, for the purpose of removing discrimination 
against interstate commerce or for any other purpose whatever.” 
Certain state-regulated rates have been ordered established on 
a basis resulting in higher charges for shorter distances within 
state borders than for longer interstate hauls, thus preferring 
competitors across such borders. This situation may be re- 
lieved through the establishment of interstate rate levels or 
bases to be followed by all motor carriers territorially involved, 
plus cooperation of the state commissions through joint board 
activity. 

Section 204 (a), paragraph (1) says: 


It may be the duty of the Commission to regulate common car- 
riers by motor vehicle * * * and to that end the Commission may 
establish reasonable requirements with respect to continuous and 
adequate service, etc. 


Changing processes in the production, sale, and distribution 
of commodities of commerce and human subsistence affect 
methods of transport. Sometimes improvements and policy 
changes of carriers similarly affect trade and commerce. Sub- 
sequent to 1923 the railroads, for example, set about rehabilitat- 
ing their plant, correcting conditions of property and service at 
that time inadequate and inefficient in service of the public and 
welfare of the nation. As such service became more reliable 
and certain, many industries cut down their inventories of raw 
stock and a system of “hand-to-mouth” buying, ordering, and 
shipping on a narrower margin of time became a custom. As 
the country approached 1929, motorized transport became a fac- 
tor in spreading the practice of “hand-to-mouth” purchases, not 
only on the part of industry generally, but of smaller dealers 
in commodities and merchandise of every description, even to 
the buying methods of the housewife. This situation has been 
acutely aggravated since 1929 and it is clear that with a con- 
tinuance of dependable service little change in buying methods 
may be expected. 

Distribution of commodities of commerce by motor transport 
from point to point via highway assumes a position in the trans- 
portation system which is of great concern to the general pub- 
lic welfare, for the reason that communities almost without 
number have now to depend entirely on highway hauls, since 
rails do not and never will reach such localities. Hard surfaced 
roads provide access to rural settlements miles removed from 
rail terminals. It may here be pertinent to quote Mr. Alfred 
Reeves, vice-president (1932), National Automobile Chamber of 
Commerce, in addressing the Institute of Public Affairs, Univer- 
sity of Virginia, July 8, 1932. Among other things, he said: 


What of the unnumbered communities and sections of the coun- 
try that are without rail terminals? And, what of the thousands 
of commercial establishments which are not and cannot be reached 
directly by the tracks of the rail carriers? Less than 20 per cent of 
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the industrial plants built last year have made any preparations to 
acquire rail sidings for the handling of traffic at their own plants. 

In the field where goods are being moved by truck which were 
formerly moved by rail, the special services due to the flexibility of 
the truck and not possessed by the railroad are dominating influences 
which cannot be disregarded. : 

Frequently the distance between two points is shorter by road 
than by rail. Trucks make transfers unnecessary, and, of course, 
have the great advantage of being able to carry goods direct from 
the store door of the shipper to the store door of the receiver, with 
assurance of no delay or damage due to rehandling. 

The motor truck puts every shipper on a main line. 


This is theoretically correct, though it is a well known fact 
that, in respect of motor truck routes, the carrier has to date 
looked only to his individual gain, picking the “cream,” not only 
of routes but of the traffic to be handled. 

The desirability of regulation cannot logically be questioned 
if we are going to give equal and fair treatment to rural com- 
munities while also providing, by such regulation, efficient and 
dependable service to shippers. In no other way, either, can 
coordination of terminal to terminal rail movement with motor 
transport distribution be attained, except, possibly, through 
ownership and operation of the latter by the railroads them- 
selves, which at present appears somewhat slow in accomplish- 
ment. 

The Commission now has the power and authority vested in 
it to promote the public welfare through its regulation of the 
trucking industry in cooperation with state authorities, without 
which the effort falls down since each state controls its own 
highways and only through majority action of the joint boards 
can interstate highway routes be successfully established and 
provision for adequate rural and small town distribution of in- 
terstate traffic safeguarded. 

In “Coordination of Motor Transportation,” 
(182, I. C. C. 273), the Commission said: 

The past decade has witnessed the coming of a new transporta- 
tion agency which has striven to find its place in the transportation 


field and to establish itself on a permanent basis of earning power 
in competition with rail and water lines. 


Again in the syllabus at page 263, it found: 


5. That there is today, and probably would be under normal con- 
ditions, an excess of carrying capacity of existing transportation 
facilities. 

6. That unrestrained competition is an impossible solution of 
the present transportation problem and is incompatible with the aim 
of coordination under regulation. 


Docket 23400 


There is today too much transportation. In the process of 
elimination several factors enter, all subservient to the theory 
of federal and state regulation of quasi-public carriers, their 
charges and service. 


There is a considerable degree of financial irresponsibility pres- 
ent in the highway trucking industry owing to the small scale of 
most motor truck operations, the east of entering the industry, in- 
cluding the purchase of new or second-hand equipment with small 
down payments, the freqent lack of experience and knowledge of 
costs, and the presence of operators of the so-called wildcat or fly- 
by-night type. This is particularly true in the case of interstate 
and contract operators, who are not subject to as adequate control 
with respect to the provisions of insurance as are common carriers 
generally, in most of the states (182, I. C. C. 280). 


The financial responsibility of many of the larger interstate 
and contract motor carriers is today on a more or less satis- 
factory and reliable basis. Notwithstanding the fact that many 
small operators today supply an efficient distributive service 
locally and may be considered reliable financially and otherwise, 
in what way can they be continued as a quasi-public servant 
and become a part of the general transportation system to be 
developed and preserved by the Commission in accordance. with 
the policy of Congress? It is possible this question may in time 
automatically be answered. If not, it is one of many problems 
to be dealt with by regulatory authority in the public interest 
and as to the convenience and necessity in each individual 
case. 

While we are here dealing primarily with motor car- 
riers and their regulation administered under separate and dis- 
tinct provisions of the act to regulate commerce, there seems 
to be no escape from the fact that harmonization of a system 
of transportation involves many major changes in the operation 
of present railroad systems. These carriers must reduce the 
cost of their means of transport. Much depends on their indi- 
vidual activity with respect to the elimination of excess bur- 
dens—facilities now more or less in disuse; preventable wastes 
such as in numerous tariff provisions, operating practices, ter- 
minal delays; a reduction in the physical source of taxation and 
overhead expense where that source cannot successfully and 
with legitimate profit to its owners fulfill its business functions. 

Coordination and completeness of the service of transpor- 
tation as contemplated under the new motor carrier act not 
only takes in the motor carrier systems as such, but obviously 
needs correlated action of the Commission itself as applied to 
both motors and rails individually and jointly. The same is 
true as to the jurisdiction of state regulatory authorities. 
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The discussion herein thus far has referred more partie. 
ularly to motor carriers of property—justifiably so, perhaps 
because of more difficult problems involved than in the inte. 
state regulation of motor carriers of passengers. Bus fares anq 
service have reached a stage of more permanency in charag. 
ter. Manufacturers of these vehicles have spared no effort ip 
improving their style, riding comfort and operating safety. They 
snevertheless, are subject to the act and, wherever needful, in the 
interest of public welfare, safety and convenience, their status 
as a quasi-public carrier should be regulated and safeguarded 

The Congress, under a constitutional power, has evidence; 
the need for interstate regulation of motor carriers and, to 
some extent, private carriers operating their vehicles on the 
public highways, in the passage of the 1935 motor carrier act. 
The public at large, either directly or indirectly, has for some 
time maintained the desirability of such regulation. Motor ear. 
riers and railroads, as well as a majority of the actual shipping 
public, have sponsored it. Responsibilty now devolves on the 
Commission in its administration and acceptance in true spirit 
of cooperation by the parties in interest, to the end that trade, 
commerce, and welfare of the people in all sections, rural an 
urban, shall receive the assurance of safer travel and a more 
equitable sharing of the American standard of living. 

L. R. Martin. 

South Bend, Ind., Dec. 15, 1935. 


ACCIDENT PREVENTION WORK 


Addressing a conference called by President Roosevelt and 
directed by Commerce Secretary Roper, Admiral Cary T. Gray. 
son, president of the American Red Cross, Dec. 18, said the con. 
ference was for a frontal attack on the first public enemy of 
America, accident. 

Beginning with the war of the revolution, Admiral Grayson 
said the country had had killed in action and dying of wounds 
244,000 in war. Since 1920, he said, 388,000 men, women and 
children had been killed in highway accidents. Last year, he 
said, the toll was 36,000 of killed, 105,000 permanently disabled 
and 1,150,000 temporarily disabled. 

The conference was broken up into groups. One, under the 
chairmanship of W. Averill Harriman, chairman of the Union 
Pacific, was called the committee on cooperation for safety 
among commercial carriers by rail and highway. The railroads 
were represented by Mr. Harriman, John J. Pelley, president of 
the Association of American Railroads, and Dr. Julius H. Parme- 
lee, director of the Bureau of Railway Economics. Motor vehicle 
transport was represented by Ted V. Rodgers, president of the 
American Trucking Associations, Inc.; John V. Lawrence, general 
manager of that association, and John F. Winchester, of the 
Standard Oil Co. of New Jersey, also a member of the A. T. A; 
and John M. Meighan, secretary and manager of the National 
Association of Motor Bus Operators, and Mr. Gordon was ap- 
pointed to represent the American Transit Association. 


A sub-committee was appointed by those mentioned to report 
as to what safety measures were being taken and what might 
be taken by the forms of transportation mentioned. It consists 
‘of Dr. Julius H. Parmelee, John V. Lawrence, John M. Meighan 
and Mr. Gordon. 


The committee on safety at sea, Walter Parker, New Or- 
leans, chairman, said it felt the greatest need at the present 
time was properly to acquaint the American people with the 
true state of affairs with a view to obtaining their support for 
the necessary legislation: (1) To improve construction and 
maintenance standards; (2) to improve ships’ personnel; (3) 
to improve operating methods; (4) to improve governmental 
supervision and inspection. 

The committee on safety in the air, Senator McAdoo, chair- 
man, proposed a careful study of all air accidents to determine 
whether they were caused because of faulty equipment, lack of 
training for aviators or atmospheric conditions. In the absence 
of Chairman McAdoo, Charles Horner of the National Aeronautic 
Association, presided. The committee proposed a broad study 
of flying and ground equipment. It recommended increasing 
the facilities and personnel of the Bureau of Air Commerce. 


VERMONT TRUCKING COMPANY SAFETY DINNER 


The St. Johnsbury Trucking Company, St. Johnsbury, Vt. 
entertained eighty guests at a dinner at the Colonial Restaurant, 
December 14, dedicated to safety on the highways. Among the 
guests were a number of state and municipal officials. Murdock 
A. Campbell, member of the Vermont commission, was the pril- 
cipal speaker. He said courteous and careful truck drivers were 
a great factor in promoting highway safety and made awards of 
merit badges to a number of truck drivers who had good safety 
records. Other speakers included Sterry R. Waterman, states 
attorney; Charles S. Sumner, town manager; James B. Christie, 
chief of police of St. Johnsbury, and Harry Zabarsky, one of the 
proprietors of the trucking company. 
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TRUCK CLASSIFICATION 


The National Rates and Tariffs Committee of the American 
Trucking Associations, Inc., at a meeting in Indianapolis, Ind., 
December 16 and 17, formally approved the plan of the truck- 
men, about fifty in number, who had been working on the truck 
classification since November 30, to have the truck classification 
published in two volumes. (See Traffic World, December 14, 
. 1038.) 

° An editorial committee, composed of R. Paul Trower, Rich- 
mond, Va.; J. H. Edwin, Akron, O.; J. R. Wyatt, Roanoke, Va., 
and J. B. Dempsey, of the Florida Rate Committee, is whipping 
the manuscript into shape, The thought is that while the work 
is formidable, it can be got ready for filing by January 15, the 
day appointed by the Commission for the filing of tariffs and 
classifications. In the event the hope was not realized, the 
thought at the time the editorial committee was meeting was 
that the Commission would postpone the day for the filing of 
tariffs. The work of the committee, in part, consists of deciding 
hew the classification ratings shall be designated, as, for in- 
stance, whether R26 of official classification shall be shown as 
such or as a percentage of first class. The chances are that it 
will be shown as a percentage of first class and that that rule 
will be followed wherever the question arises. 

The members of the rates and tariffs committee voting on 
approval of the two-volume classification were: James B. God- 
frey, Jr., Detroit, Mich.; Maurice Tucker, Indianapolis, Ind.; 
W. M. Clarke, Denver, Colo.; Earl M, Cannon, Madison, Wis.; 
Sidney Allen, Tampa, Fla.; H. D. Horton, Charlotte, N. C.; 
W. E. Humphreys, Washington, D. C.; L. J. Benton, Louisville, 
Ky.; R. A. Anderson, St. Louis, and Glenn B. Ward, Columbus, O. 
In addition the meeting was attended by E. S. Brashears, general 
counsel; John V. Lawrence, general manager, and Carl F. Jack- 
son, assistant general manager of the A. T. A. staff. 

The national committee has called a meeting of all rate and 
tariff bureaus to be held at Cincinnati, January 3 and 4. The 
committee itself will hold another meeting at Atlanta, Ga., 
January 6. 


KEESHIN TRANSCONTINENTAL SERVICE 


At 8:17 p. m., Pacific time, December 17, a caravan of five 
trucks rolled into Los Angeles, carrying 90,000 pounds of freight 
and a crew of thirteen. The trucks reached their destination 
almost twelve hours ahead of the schedule that had been set when 
they left Chicago at 6:13 a. m., Central Standard time, Decem- 
ber 18. The object of the run was to lay the groundwork for 
a regular trucking service for the Keeshin Transcontinental 
Freight Lines, Inc., a five-day service that will be offered by the 
Keeshin company early in 1936. According to Mr. Keeshin the 
service will be part of a country-wide trucking service now be- 
ing built up under his company. At present, he said, that com- 
pany was operating 1,400 trucks and it was planned to increase 
that number of units to 2,000 before the end of 1936. 

The Chicago-Los Angeles caravan operated on a 24-hour 
schedule. The trucks operated continuously with no stops ex- 
cept for refueling. Drivers were changed every six hours. One 








of the trucks was especially designed as a bunk for drivers off 
duty. Mr. Keeshin himself overtook the caravan at Pomona 
and drove the lead truck the last fifty miles into Los Angeles. 
Harry M. Gordy was in charge of the caravan. The itinerary, 
carefully mapped out in advance and from which there was no 
deviation, was as follows: Chicago through Geneva, De Kalb, 
Rochelle, Dixon, Sterling, Moline, Rock Island, Rushville, Quincy, 
Kansas City, Olathe, Baldwin, Osage City, Council Grove, Her- 
rington, Marion, Newton, Hutchinson, Stafford, Kinsley, Dodge 
City, Garden City, LaJunta, Pueblo, Walsenburg, Trinidad, Baton 
Pass, Springer, Las Vegas, Santa Fe, Albuquerque and Las 
Lunas to Los Angeles. 

There were no accidents or breakdowns en route. A spe- 
cial physical examination was given to each driver before going 
on duty. Each truck was equipped with a governor limiting its 
speed to forty miles an hour. Each driver signed the safe driv- 
ing pledge of the Keep Chicago Safe committee in the presence 
of George W. Fleming, chairman of that committee. Mr. Flem- 
ing was present at the start of the journey and escorted the 
caravan out of Chicago in one of Chicago’s white safety auto- 
mobiles. 





MIDDLE ATLANTIC TRUCK CONFERENCE 


The Middle Atlantic States Motor Carrier Conference, Inc., 
has been organized at a meeting of members of the state rate 
committees of the American Trucking Associations, Inc., from 
New York, New Jersey, Pennsylvania, Delaware, Maryland, Dis- 
trict of Columbia, West Virginia, and Virginia. Dabney T. War- 
ing was appointed manager and it was decided to open tem- 
porary headquarters in New York. The following were elected 
to serve until permanent officers are elected: President, John B. 
Faherty, Baltimore Transfer Company, Baltimore, Md.; secre- 
tary, Buell G. Miller, Miller North Broad Storage Company, 
Philadelphia, Pa.; treasurer, Harry J. Siedenburg, Pyramid 
Motor Freight Corporation, New York. The purposes of the 
conference include the discussion and agreement on uniform 
rates and rules, the compilation and publication of tariffs, pro- 
tection of members against unnecessarily low rates by com- 
petitors, and furnishing of expert rate and tariff information 
to members. 

Mr. Waring will retire as a traffic consultant January 1 
and is also retiring as secretary-treasurer of the Shippers’ Con- 
ference of Greater New York in order to devote all his time to 
his new duties. 


MOTOR GAS TAX BILL 


State gasoline taxes probably will reach a new high total of 
approximately $625,000,000 in 1935, it is estimated by the Amer- 
ican Petroleum Industries Committee on the basis of net collec- 
tions reported by 33 states in the last nine months. It is esti- 
mated also that the federal gasoline tax will add approximately 
$169,500,000, placing the total national gasoline tax bill, exclusive 
of county and municipal levies imposed in some states, at $794,- 
500,000, said to be an all-time record. 

Net collections for nine months in 33 states, not including 
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California which ranks among the four heaviest taxpayers, 
totaled $324,185,089, an increase of $27,572,525, or 7.9 per cent, 
above net collections of $296,612,564 for the first nine months 
of 1934. Collections in New York state, whose motorists pay 
the largest total tax, were 40,876,307 for nine months as against 
$34,137,355 for the corresponding period of 1934. 

It is estimated that the gross total collection of state gasoline 
taxes for the year will exceed $650,000,000, an amount which will 
be reduced by deductions caused by exemptions and refunds of 
tax payments granted in some states to consumers using gasoline 
for purposes other than fueling motor vehicles. Total gasoline 
consumption for the year has been estimated by the American 
Petroleum Institute’s Department of Statistics at 18,150,000,000 
gallons, a new high. The retail value of this fuel is estimated 
at $2,459,000,000, so that state and federal gasoline taxes repre- 
sent a composite retail sales tax of between 30 and 40 per cent, 
according to the committee. 

“The increase in consumption and tax collections is seen as 
indicating the early possibility of reducing state gasoline tax 
rates, since highway programs adequately can be financed by 
revenues received from lower taxes on the greater gallonage,” 
says the committee, 


NEW JERSEY TRUCK REGULATIONS 


At a conference of users of motor truck transportation and 
others interested in motor carrier regulation, held at the New- 
ark Chamber of Commerce at the call of the industrial traffic 
committee of the New Jersey State Chamber of Commerce, the 
following recommendations with references to truck rates and 
practices were adoptel: 


1. A calssification should be adopted of a simplified character with 
uniform ratings, irrespective of the rate territories in which said 
classification is to apply. 

2. Reasonable truck rates should be made on the principle of cost 
plus a reasonable profit, such determination to be predicated on motor 
truck operation, and without specific relationship to rail rates. 

3. Rail carload minimum weights do not reflect the potential 
benefits inherent in motor truck transportation. We recommend 
disregard of existing rail minimums and advocate ratings based on 
graduated weights. 

4. Motor truck rates should be established on a pickup and deliv- 
ery basis, with alternative rates applying (1) terminal to terminal; 
bid store door to store door, and (3) terminal and/or pickup and/or 

elivery. 

5. A suitable uniform bill of lading should be provided for motor 
truck transportation. 


. The minimum charge should be based on the applicable rate 
on weight of 100 pounds but not less than 50 cents. 

7. The term “store door’’ should include only delivery to or pickup 
at a customer’s door or platform. It does not include special services 
inside a building incidental to the pickup or delivery. 

. We recommend that agency tariffs should be published rather 
than individual lines tariffs. 


CENTRAL TRUCK RATE COMMITTEES 


Motor freight operators of the north central states, meeting 
at Chicago December 17 and 18, approved a committee set-up for 
handling rate matters in connection with the work of the newly 
organized Central Motor Freight Tariff Bureau. The plan 
adopted called for a group of sub-committees through which dis- 
putes and suggestions will filter to an executive committee of 
five, which will be the final authority among members of the 
bureau. 

Chairmen of the sub-committees were appointed as follows: 
Chicago-Milwaukee, Walter Maile; Illinois-northern Michigan and 
Wisconsin, Herbert Olson; Illinois-northern Ohio, New York 
and Pennsylvania, E. C. Lacey; Illinois-West Michigan, George 
Mason; Illinois-northern Indiana, Harold Baker; southern IIli- 
nois, Carl Ozee; Illinois-western Iowa, Charles Dohrn; central 
Illinois, C. F. Hill; Kentucky-eastern Tennessee, Norman Arkin; 
Chicago-Madison~Janesville, , William Barranco; Illinois-Minne- 
sota, Harry Chaddick; Illinois-southern Ohio, H. C. Mettam; 
Chicago-Memphis-western Tennessee, R. W. Martin; Illinois- 
Nebraska-Oklahoma, J. W. Wiederspan; Chicago-Joliet, Harold 
Watters; Illinois-northeast Iowa, H. J. Hass; southern Illinois, 
M. P. Hall; Illinois-New England, Charles Evans; Chicago-Wau- 
kegan, Frank Weber. 

The executive committee was elected as follows: Chester 
G. Moore, Central Motor Freight Association, chairman; Walter 
Mullady, Chicago; Ben Johnson, Grand Rapids, Mich.; William 
Glendenning, St. Paul, Minn., and Earl Girard, Chicago. 

The resolution under which these committees were ap- 
pointed and under which they will operate reads as follows: 


Resolved, that permanent rate and tariff and executive commit- 
tees be elected whose duties it shall be: 

1. To adjust differences between operators with respect to class 
and commodity rates and tariffs. 

2. To instruct the tariff publishing agent as to class and com- 
modity rates to be embraced in the agency tariff. 

3. To receive recommendations from subcommittees for review and 
to instruct the publishing agent to publish such rates and charges as 
a majority of the executive committee adopts. 

4. That the executive committee may, upon review, of any pro- 
posal to publish rates to meet any comparative rate, instruct the pub- 
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lishing agent to publish the competitive rate for any member of the 
bureau and immediately petition the Interstate Commerce Commis. 
ae investigation of such subnormal rate, if it shall be gp 
considered. 


Speaking as director of the tariff bureau, Harry M. Slater 
said that work on preparing the tariffs to apply in the north cep. 
tral states was progressing satisfactorily and that it was hoped 
with this new machinery for ironing out individual differences of 
dpinion, greater progress would be made after the first of the 
new year. 


Dockets and hearing and disposition notices 
of motor truck rate committees, when and if set 
up, will be published in The Traffic Bulletin and 
the Daily Traffic World and Traffic Bulletin, if de- 
sired, under the same arrangement made with the 
railroads for similar publication—namely, a share- 
the-cost plan. Figures will be given on request. 

The Traffic World does not intend to publish 
the thousands of applications for permission to 
operate under the motor carrier act, but will, 
through its Special Service Department, Earle 
Building, Washington, D. C., furnish such service, 
in whole or in part, at a reasonable charge, to any 
who desire it. 

Though motor carrier news is segregated, as 
far as possible, in The Traffic World under the 
heading, “Motor Vehicle Transportation,” there is 
generally much matter pertaining to the subject 
that cannot be so segregated, and one interested 
especially in motor carrier news should at least 
glance through the other pages of the magazine. 


SHIPPERS’ TRUCK RATE VIEWS 


Designated as spokesman for the Industrial Traffic Club of 
San Francisco, L. H. Wolters, traffic manager, Golden State Com- 
pany, Ltd., appeared before the western states meeting of the 
American Trucking Associations, Inc., at Oakland, Cal., Decen- 
ber 6, to give to the operators the views of shippers on truck 
rates and classifications. Mr. Wolters said that, in addition to 
representing the views of the members of his club, his remarks 
were based on interviews with a number of other large shippers 
in the San Francisco-Oakland area. 

The opinion was almost unanimous among those shippers, 
he said, that it would be improper to apply the rail classifica 
tion to truck traffic. He said there were marly reasons for this, 
including a far too extensive refinement in the naming of indi- 
vidual commodities and too great stress on the value of the 
commodity in the rail classification. Perishability of goods, 
also, he added, was a greater factor in the making of rail 
classifications than it ought to be in making truck classifica- 
tions. He said he thought the prime factor in truck classifica- 
tion ought to be the “loadability” of the commodity, by which 
he said he meant “the ability of the truck man to secure a pay- 
load for the space limitations.” In the long run, he added, that 
meant the weight density of the merchandise. Hence, he said, 
his talks to shippers indicated they “leaned very strongly” 
toward something like the so-called ABC plan for truck classi- 
fication. 

He said shippers generally did not look kindly on the argl- 
ment that the rail classification ought to be adopted as a tem- 
porary measure. He said they thought it would result in great 
disadvantage to the truckers because such adoption would bring 
about an immediate and drastic revision in truck rates because 
the general scheme of rail classification was so entirely different 
from anything the truckers had been using individually. He 
added that, once the rail classification had been adopted, 4 
general revision to a sound and logical general truck classifica- 
tion would be very difficult to make. 

As to rates competitive as between trucks, on the one hand, 
and rail and water carriers, on the other, the speaker said it 
was the shippers’ view that truck rates should be made with- 
out regard to established rail or water rates. He said such 
rates should never be below out-of-pocket expense and that when 
the trucker so made them he was “either out of his natural 
economic field of operation and should withdraw from the serv 


(See also page 1100) 
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ice or he should charge a rate commensurate with the superior 
or added service” he was giving. 

Generally speaking, he said, the shippers’ view was that 
truck rates should be based on the cost of carriage of commodi- 
ties by private vehicles. Under such a plan, he said, the con- 
tract carrier’s rates would be very little above such cost, the 
common carrier’s somewhat higher, the difference being due to 
the added cost of service and the value of the availability of 
such service. 

There was also necessity, he said, for a system of bulk rates. 
These, he said, shippers seemed to think ought to be made with- 
out reference to any classification but they were not prepared 
to say On What minimum weight they should be based. 

So far as the filing of rates was concerned, he said, shippers 
were a little afraid that the publishing of tariffs generally by 
rate bureaus would tend to make them inflexible. That flexibility, 
he added, was one of the truck’s best assets and had not been 
entirely removed by the tariff filing provisions of the law. He 
said the general view was that classifications, joint rates over 
through routes and rates for separate truckers over identical 
routes might be published by concurrence by bureaus. Individual 
rates should remain for publication in the hands of the individual 
operators, he said. 


LEAGUE AND TRUCK TARIFF RULES 


It is the view of the highway transportation committee of 
the National Industrial Traffic League that the tentative draft 
of rules and regulations for constructing and filing motor car- 
rier tariffs developed by the bureau of motor carriers of the 
Commission are “so technically worded as to make them difficult, 
if not impossible, of understanding by the average small 
operator.” 

This view was expressed in a letter addressed by the league 
to John L. Rogers, chief of the bureau. Mr. Rogers had invited 
the league to express its ideas and criticisms on the proposed 
rules. The league’s letter pointed out that many operators will 
have to depend, for the compilation and filing of their original 
tariffs, on clerical help wholly inexperienced in the technical- 
ities of the subject and that it was unreasonable to expect them 
to work under rules much the same as those contained in tariff 
circular 20 “promulgated as the last word of the technician 
after forty years of educating the railroad forces to that point.” 

Specifically, the league recommended in its communication 
that the circular be written “in lay language” and that each 
trucker be provided with a “dummy” tariff and “a primer drafted 
in the simplest possible language” to assist him in preparing his 
tariffs. 

In a letter acknowledging the league’s communication, Mr. 
Rogers said there had been considerable simplification in the 
tentative draft and also that his bureau was preparing a dummy 
tariff along the lines suggested. 


TRUCKERS OF HOUSEHOLD GOODS 


The American Trucking Associations, Inc., has announced 
that bases for rates and suggested tariff rules and regulations 
have been proposed by the national steering committee of the 
household goods movers’ group of the association. The recom- 
mendations of the group are to be considered at a general meet- 
ing scheduled to be held at the Hamilton Hotel in Washington, 
D. C., Dec. 28. 

The group has recommended that the basis of rates for 
household goods moving be either one or the other of the fol- 
lowing: 

1. On a cubic foot basis and that a standard form of quotation 
be compiled, accepted and used to determine the amount of charge 
on the goods to be moved. In event of dispute, the carrier will se- 
cure the certified scale weight of a load and assess the charges by an 
arbitrary unit of 7 pounds per cubic foot. 

2, That rates be on a weight basis and that the weight be de- 
termined as follows: The weight to be the actual weight of the goods 


with their containers and packing material, ascertained by actual 
Weighing. 


At the meeting December 28, the question as to which basis 
should be approved will be considered, it was stated. 


QUESTIONS FOR SHIPPERS 


The Trafic World New York Bureau 


The special committee appointed by the Shippers’ Confer- 
ence of Greater New York to draw up a list of ten questions for 
submission to a “town meeting” of shippers in order to estab- 
lish their attitude in regard to motor truck legislation, has com- 
Pleted its list and has recommended January 6, 2 P. M., as the 
date for the meeting, which will be open to all interested ship- 
bers, it is announced by A. C. Welsh, chairman of the special 
committee. The meeting will be held in the assembly room of 
the Merchants’ Association of New York. 
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The questions, to be sent out with the call for the meeting, 
are as follows: 


1. Should there be a truck classification? 

(a) If so, should it be related to railroad classification? 
~ (b) bhould it have a universal application irrespective of rate ter- 
ritories? 

2. Should maximum reasonable motor truck rates be related to 
railroad rates? 

3. What relationship, if any, should the truck minimum weights 
have to railroad minimum weights? 

4. What should be included in the term 
service?”’ 

5. How should rates be published? 

(a) Terminal to terminal? 

(b) Store-door to store-door? 

(c) Terminal and/or pickup and/or delivery? 

6. What should be the minimum charge for motor truck transpor- 
tation? 

7. What machinery should be created for contact between shippers 
and carriers in the matter of rates and classification adjustments? 

8. Is it preferable that motor truck rates be published in agency 
rather than individual tariffs? 

9. What credit period for payment of freight charges is desirable 
from the shippers’ standpoint? oe 

10. The act exempts trucking between contiguous municipalities. 
— this provision be construed in the case of Greater New 
orK: 


A general discussion will follow consideration of the com- 
mittee’s list of questions. 


“pick-up and delivery 


RAIL TRUCK DATA CRITICIZED 


The National Highway Users’ Conference in a bulletin cir- 
culated by it has attacked figures contained in a bulletin pre- 
pared by eastern rail carriers’ representatives relating to truck 
and rail transportation between Manhattan, Kan., and New York 
City. 

Wages in long-haul truck service on a 9-day round trip be- 
tween Manhattan and New York, 1,457 miles, were $45 for two 
men, according to the railroad bulletin which also stated that 
the wage total for railroad through service for the round trip 
would be $1,343.88 for five men. Commenting on the figures, 
the highway users’ conference says: 


Trucks move butter, the commodity referred to, from the Mis- 
souri River to New York from 24 to 48 hours faster than trains. 

The bulletin willfully overlooks this shipper advantage and then 
arbitrarily and inaccurately fixes truck operators’ wages at $22.50 
for a nine-day period. Also, trainmen’s wages are grossly overstated. 

Accepting the questionable figures, it is fair to assume the average 
train between Manhattan, Kan., and New York would have sixty cars, 
with contents requiring at least 300 truckmen for handling if hauled 
over highways. On the $22.50 round-trip wage basis, the truckers 
would get $6,750 as compared with the $1,343.88 round-trip train wage. 
On the same basis the truck wage per mile would be $2.316 and the 
train wage per mile would be $0.3130. 


TRUCK COMPETITIVE RATES 


Organized truckers are continuing their opposition to es- 
tablishment of “truck-compelled” rail rates and through their 
national rates and tariff committee of the American Trucking 
Associations, Inc., have created a committee to “take the fight” 
to the Commission, the courts, and if need be, to Congress, 
according to the association. The rates and tariffs committee 
declared by resolution that the Commission should refuse per- 
mission to railroads to file any additional truck compelled rates, 
and that the Commission should immediately require the rail- 
roads to cancel all rates and tariffs carrying the caption, “to 
meet motor truck competition.” The continuance of such rates, 
said the committee, was contributing and, unless canceled, would 
continue to contribute to the destruction of both rail and truck 
line investments contrary to the public interest and the policy 
of Congress as declared in section 202 (a) of the motor carrier 
act. The committee authorized the appointment of a new com- 
mittee to act in accord with the resolution. 


MOTOR CARRIER FORM 


The Commission now has available for distribution Form 
B. M. C. 7 on which applications are to be made for registration 
with it under the motor carrier act by common carriers of pas- 
sengers lawfully engaged in operation solely within a single state 
under authority of a certificate granted by such state, who be- 
tween places within such state engage in the transportation of 
passengers in interstate or foreign commerce. 


CIVIL SERVICE EXAMINATIONS 


The Civil Service Commission has announced examinations 
for appointments as freight and passenger tariff examiners and 
as rate agents for the Commission. The first two are for work 
on all tariffs, both railroad and motor vehicles, the last for 
work as field examiner for the motor carrier bureau. Stated 
salaries for tariff examiners is $2,300 a year and for rate agents 
$3,200 a year. All applications must be on file with the -Civil 
Service Commission at Washington by January 6, 1936. No 
time and places for examination have as yet been set. The ap- 
pointments will be confined to men, the maximum age limit be- 
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ing 53 years. Applicants for freight and passenger tariff ex- 
aminers must show four years’ experience in compiling railroad 
or motor carrier tariffs or four years’ experience in the gen- 
eral traffic department or important local office of a railroad, 
a steamship company or motor carrier engaged in interstate 
commerce, or a combined experience in both totaling four 
years. Applicants for rate agents must have had at least three 
years’ experience as a responsible supervisor with a motor 
carrier in the handling and settlement of transportation rates 
or fares. Application blanks will be distributed through district 
civil service offices and first class post offices. 


AIR COMMERCE REPORT 


The federal airways system, on which the Bureau of Air 
Commerce of the Department of Commerce provides lights, in- 
termediate landing fields, and radio directional and communi- 
cations service, comprised 20,769 miles of route June 30 this 
year, as compared with 17,315 miles at the beginning of the fiscal 
year which ended with that date, according to the annual 
report to Congress of Daniel C. Roper, Secretary of Commerce. 

Outstanding among the activities of the air bureau in the 
fiscal year, according to the Secretary, were: Expansion and 
improvement of the federal airways system; strengthening of 
safety regulations applying to air lines and investigation of 
accidents; and initiation of a series of projects aimed at the 
development of flying equipment suitable for private owners. 

For the fiscal year ended June 30, 1935, covered by the 
report, Congress appropriated $5,680,032.39 for the work of the 
air commerce bureau, of which $676,249.94 was for regulation of 
aircraft in commerce and 5,004,782.45 for air navigation facilities. 
For the present fiscal year the total appropriation was $5,909,800, 
of which $734,800 was for regulation of aircraft. 

At the end of the fiscal year 1935 the Bureau of Air Com- 
merce had a total of 1,829 employes of whom 155 were in the 
District of Columbia and 1,674 in the field. The total compared 
with 1,750 at the end of the fiscal year 1934. 

Active pilot licenses in force at the end of the fiscal year 
totaled 14,177 while active aircraft licenses totaled 6,972. 

New airways which the bureau’s air navigation division had 
under construction in the fiscal year, their mileage and their 
status on June 30 were: Omaha-Chicago, relocation, 388 miles (in 
operation); New York-Boston, relocation, 318 miles (in opera- 
tion); Louisville-Indianapolis, 109 miles (in operation); Galves- 
ton-Waco, 212 miles (in operation); Tulsa-St. Louis, 351 miles 
(in operation); New Orleans-St. Louis, 511 miles (in operation) ; 
Fargo-Pembina, 143 miles (in operation); Northern Transconti- 
nental, from Seattle to Twin Cities, 1,504 miles (in operation 
except section from Spokane to Bozeman, which was under con- 
struction), and Nashville-Washington, 584 miles (under construc- 
tion with many of the beacon lights installed). 

The report said the foregoing work was made possible by 
allotments of Public Works Administration funds. In addition, 
two shorter airway sections—Boston-Portland, 98 miles, and Bos- 
ton-Concord, 63 miles—were partially equipped by using surplus 
material on hand in warehouses, and a similar project was under 
way on a 106-mile route from St. Petersburg to Orlando, Fla., 
at the close of the year. 


Of technical advances on the airways system, an outstanding 
development of the fiscal year unquestionably was the progress 
in radio assistance for landing, said the report. The Bureau’s 
instrument approach system was adopted from the army air 
corps blind landing system. 


ALBUQUERQUE AIR SERVICE 


United Air Lines Transport Corporation, an intervener in 
Air Mail Docket No. 10, in the matter of the application of 
Transcontinental & Western Air, Inc., for permission to insti- 
tute and maintain schedules for the transportation by air (via 
Winslow, Ariz., and Las Vegas, Nev.) of passengers and express 
to San Francisco, Cal., pursuant to section 15. of the air mail 
act of 1934, as amended, discussing, by brief, the motion of the 
Postmaster General asking the Commission to dismiss the pro- 
ceeding for want of jurisdiction on its part, says it is willing 
to proceed with a hearing and therefore does not join in the 
motion to dismiss. (See Traffic World, November 30, p. 946.) 

The intervener said that when it was advised of the narrow 
construction placed on section 15 of the air mail act of 1934 
by counsel for the applicant, it asked permission to file a brief. 
It said that in construing that section the Commission should 
adopt a reasonable construction in view of the entire statute 
and the object sought to be attained by Congress. It said the 
clear intent of Congress, to prevent any increase in the cost of 
transportation of air mail through depletion of passenger rev- 
enues, would be violated by granting the applicant authority to 
operate passenger and express schedules between San Fran- 
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cisco and Albuquerque. It said that the terminology of the 
section did not justify the narrow construction advocated by the 
applicant and that even if the words used by Congress permittej 
such a construction, the Commission would be obligated t 
disregard terminology in order to carry out the intent of Cop. 
gress. 

The intervener said that if the motion was denied the 
seither the prayer of the application should be denied or the 
case should be set for hearing so that the intervener could prove 
the character of competition which would result from granting 
the prayer of the application and the effect which such addj. 
tional competition would have on the cost of transporting aijr 
mail on routes A. M. 1 and 11. 


IMPROVEMENT OF AIRPORTS 


Approval of the Bureau of Air Commerce of the Depart. 
ment of Commerce has been given for 38 additional airport 
projects, situated in Arizona, Arkansas, Colorado, Iowa, Louisi- 
ana, Maine, Minnesota, Montana, New York, Texas and Utah, 
These projects may be financed with federal works program 
funds. 


WOMAN “AIR MARKING” PILOT 


A licensed airplane pilot since 1930, Miss Helen Richey, of 
McKeesport, Pa., has been appointed an “air marking pilot’ for 
the Bureau of Air Commerce of the Department of Commerce, 
according to Eugene L. Vidal, director of air commerce. Her 
duties will consist of assisting municipalities in arranging for 
the marking of roof tops with signs to aid airmen in flight, 


TRANS-PACIFIC AIR EXPRESS 


Through air express via the United Air Lines and the Pan. 
American Lines will be available after December 20 from all 
points on the United Air Lines and the Hawaiian Islands. On 
that date the Pan-American clipper planes will begin carrying 
express packages. The schedule calls for delivery from New 
York to Honolulu in 48 hours and from Chicago to Honolulu 
in 35 hours. The rate from New York will be $4.15 for a one 
pound package and $3.32 a pound on larger packages, including 
insurance and handling charges, with proportionately lower 
rates from Chicago. The air express division of the Railway 
Express Agency will perform pick-up and delivery service on 
trans-Pacific express shipments. 


NIAGARA LEAGUE FETES RENSHAW 


More than 300 transportation and industrial traffic exec 
utives joined in a testimonial dinner arranged in honor of Fred 
M. Renshaw, traffic commissioner, Buffalo Chamber of Con- 
merce and retiring president of the National Industrial Traffic 
League, by the Niagara Frontier Traffic League, at the Hotel 
Statler, Buffalo, December 18. George F. Ames, president of the 
Niagara Frontier league, was toastmaster. 

Among those who spoke in praise of Mr. Renshaw and his 
work were Samuel B. Botsford, executive vice-president, Buffalo 
Chamber of Commerce; Edward M. Kain, Erie Railroad, and E. 
F. Lacey, executive secretary, National Industrial Traffic League, 
Chicago. William G. Clayton, Jr.,.chairman, transportation com- 
mittee, Buffalo chamber, presented a traveling bag and brief 
case to Mr. Renshaw on behalf of his fellow members of the 
Niagara league. 

James J. Hailey was chairman of the committee in charge. 
He was assisted by Gerald N. Abt, John P. Altwater, John J. 
Brinkworth, William G. Clayton, Jr., William J. Glastetter, Ber 
nard V. Daly, Joseph W. Dobmeier, Charles E. Ennis, William B. 
Faulkner, Frederick R. Schultz, Roman F. Schwindeman, Thomas 
L. Francis, Harold A. Hobson, Harry H. Marsales, Walter $. 
Morrison and Edward M. Kain. 


NEW ENGLAND TRAFFIC LEAGUE 


William H. Day, manager, transportation department, Boston 
Chamber of Commerce, was elected chairman of the board of 
directors of the New England Traffic League at a meeting in 
Boston December 12. He succeeded A. H. Fergusion, who re 
signed from that office on election to the secretaryship. There 
was considerable discussion of plans to enlarge the activities of 
the league so as to create greater interest among its members. 
Among the transportation subjects discussed were the status of 
the enforcement of motor vehicle regulatory laws and the estab 
lishment of truck classifications and rates; New England class 
rates; collection and delivery service on C. O. D. shipments; 
proposed modification of classification rule 10, and the New York 
trucking and terminal situation. The league decided to continue 
its opposition to railroad labor legislation as tending to bring 
about government ownership of the railroads. 
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Rate Adjustment Procedure 


(Thirteenth. of a series of articles on industrial traffic management 
py G. Lloyd Wilson, professor of transportation and public utilities, 
University of Pennsylvania, and chairman, committee on education and 
research, Associated Traffic Clubs of America.) 


The obtaining of correct rate information, the quotation of 
rates, the compilation and tabulation of rate information, and 
the preparation of comparative rate studies, important as these 
indispensable tasks are, fall short of completeness in industrial 
and commercial traffic management if the proper steps are not 
taken to have correct rates published when the industries suffer 
unjustly from adverse freight rates as compared with rates paid 
by other industries, by other communities or sections, or by 
other commodities, when the transportation conditions are sub- 
stantially similar. It is not only the privilege but the manifest 
duty of industrial and commercial traffic managers to protect the 
institutions that employ them from rates that are unreasonable 
per se, unjustly and unreasonably discriminatory, or otherwise 
improper or in violation of the law. 

The interstate commerce act requires that all common 
carriers subject to the act must publish, post, and file their 
tariffs of freight rates and charges with the Interstate Commerce 
Commission as a prerequisite to operation. The carriers are 
required to establish just and reasonable classification of goods, 
rates, and charges, both local and joint. They are prohibited 
from unjustly treating their patrons by using any device the 
results of which would be to produce unjust discrimination. 
Undue or unreasonable preference or advantage and undue and 
unreasonable prejudice or disadvantage among persons, locali- 
ties, or descriptions of traffic are forbidden. Except within the 
limits prescribed by the act and in cases where the Commission 
gives its assent within the limits of the statute, the carriers are 
forbidden to charge a higher rate for a longer than for a shorter 
haul of the same kind of traffic over the same line or route, in 
the same direction, the shorter being included in the longer, 
and to charge any higher through rates than the sum of the inter- 
mediate rates subject to the act, on the same traffic. The Com- 
mission, in administering the act, has promulgated rules and 
regulations and issued decisions and administrative orders per- 
taining to the establishment of freight rates, charges for special 
and terminal services, allowances, tariff publications, and other 
matters of rate significance. 

Industrial and commercial traffic managers must be informed 
with respect to the statutory and administrative legal regulations 
surrounding freight rates and charges and with the economic 
significance of rates on their businesses so as to present and 
protect the interests of the industries employing their services 
in connection with freight rate problems. 


Preliminary Steps in Freight Rate Adjustments 


The facts with respect to freight rates and charges on the 
movement of inbound and outbound traffic of the industry must 
be correctly and completely ascertained by the industrial traffic 
Manager, Care must be exercised to be sure that correct rate 
data are obtained and the information should be checked and 
double-checked to refine out typographical and clerical errors 
and mistakes that creep into the most careful work unless care 
is exercised to guard against them. Rates on inbound materials 
from actual and potential sources of supply and on outbound 
traffic to actual and potential markets should be examined care- 
fully and critically. Comparisons should be made with corre- 
sponding rates on analogous commodities in the same and other 
territories. Comparisons should be made of rates paid for the 
movement of similar or analogous traffic to and from the plants, 
warehouses, sources of supply, and markets of competitors. 
These comparisons may be made in tabulated or graphic form. 
Graphic comparisons have the advantage of quickly indicating 
rates that are apparently out-of-line. 

If maladjustments are discovered or if new movements of 
traffic are contemplated for which no proper rates are available, 
steps may be taken with the freight traffic officers of the car- 
riers looking toward the proper adjustment or establishment of 
rates. The carriers are entitled to fair and compensatory rates 
hecessary to provide adequate transportation services and en- 
lightened industrial and commercial establishments and their 
traffic managers are willing to have rates and charges on this 
basis, in fact, it is to their own advantage that the charges be 
80 adjusted, because only under such circumstances in the long 
run can shippers and consignees hope for good transportation 
Service at rates fair to all. If the rates or charges are found 
to be improper or illegal, the industrial or commercial traffic 
Managers should call the attention of the responsible officers of 


the carriers to them and indicate at the same time what rates 
or charges are desired. 


Principal Steps in a Rate Adjustment 


Freight rate adjustments are usually initiated by requests 
made by the industrial or commercial traffic manager in letters 
addressed to the general, division, or district freight traffic 
officers of the carriers publishing the rates to which the objec- 
tions are raised. These communications should state the rate 
complained of, the nature and volume of the traffic involved, the 
points of origin and destination, the routes used, the equipment 
and services required, and other details identifying and classify- 
ing the movement. The rate request usually states the rate 
desired in place of the rate of which complaint is made, with 
arguments supporting the contention. There are some who 
believe that all the facts and arguments should not be disclosed 
at the time the requests are initiated, so that additional ammuni- 
tion may be available for use in further negotiations in case the 
requests are rejected. Others believe that full, frank, and com- 
plete presentation of the case expedites and facilitates the work 
of the carriers and industrial traffic managers—and the author 
subscribes to this view. 

The requests of the industrial or commercial traffic man- 
agers are received by the general freight departments of the 
carriers addressed, either directly from the requester or through 
the commercial or division freight offices to which the requests 
are addressed. If the adjustment requests come to the general 
office through a commercial or division freight agency, the com- 
ments and recommendations of the commercial agent or division 
freight agent are usually transmitted with the request to the 
general freight department, or, if not, the general freight traffic 
department may request the comments and recommendations 
of the local officers before proceeding with the adjustments. 

The requests, with any comments or recommendations, are 
acknowledged and referred to the rate desks in the general 
freight department that has jurisdiction over the adjustment of 
particular rates affecting the commodities or territories involved 
in the requests for preliminary investigation by the clerks in 
the general freight department. 

The clerks of the rate desk check the rates sought to be 
adjusted to determine whether the properly applicable rates 
have been assessed. Sometimes complaints are made of rates 
that are not properly applicable and all that is necessary in such 
cases is for the rate clerks to call attention to the properly 
applicable rates already published, which may be satisfactory 
to the industrial or commercial traffic managers. 

If the rates complained of are found to be applicable to 
the particular movement of traffic, they are compared by the 
clerks of the appropriate rate desk with other rates on the 
same or analogous commodities in the same or other territories 
that are related to the rates of which complaint has been made. 

After the rates are thoroughly checked and compared with 
comparable or related rates, the clerks in charge of the rate 
desks report to their superior officers and recommend that the 
carriers tentatively concede the justness of the rates requested, 
suggest compromise rate adjustments, or recommend that the 
requests be rejected, usually stating reasons for their recom- 
mendations. 

The tentative decisions of the rate clerks in charge of the 
adjustment of the rates under consideration are transmitted to 
the industrial or commercial traffic managers seeking the ad- 
justments through the officers of the carrier having supervision 
over rate adjustments, after consultation with the chiefs of the 
rate department or chief rate clerks and sometimes with the 
commercial or division freight agents interested in the adjust- 
ments. 

In cases where the rates have been found by the carriers 
to require adjustment, tentative offers to adjust them on certain 
bases are made to the requesters for their approval, comments, 
or rejection. 

If the tentatively suggested rates meet with the approval of 
the requesters, the usual procedure is for the requesters to 
signify their acceptance, with comments and, perhaps, further 
information or arguments, to the general freight departments of 
the carriers with which the adjustments are being negotiated. 

The assent of the requesters having been obtained by the 
carriers, the requests and tentatively suggested rates are sent 
back to the rate desks having jurisdiction over the particular 
commodities or territories affected for further checking and 
comparison with other rates. Rough drafts of rate proposals are 
prepared for the information and comments of the rate executive 
officers. These rough proposals usually contain arguments and 
comparisons to support the proposed rate adjustments and are 
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used only for the information of the rate clerks, chief rate 
clerks, and rate officers of the carriers dealing with the ad- 
justments. 

The matters then go to the proposal desks, where clerks 
prepare the final proposals to be submitted to the freight associa- 
tions in the territories in which the rates are applicable for the 
information and for action by other carriers in the territories. At 
the proposal desks final drafts are made and the formal pro- 
posals are transmitted to the general freight agents or traffic 
managers of the carriers initiating the proposals for final ap- 
proval before they are submitted to the freight traffic associa- 
tions. The rate proposals are numbered consecutively, to pre- 
vent confusion, and show the following information: 


Name of the applicant. 

Date of applicant’s request. 

Description of the commodity. 

Point or points of origin. 

Point or points of destination. 

Distance. 

Rate proposed. 

Present rate and tariff reference. 

Minimum weight and, if any change is proposed, the proposed 
= weight and the reason for the change. 

\ oute. 

Commodities, if any, with which the commodity on which 
change in rate is proposed competes. 

Points of origin from which the consignees are receiving this 
particular traffic. 

. Rates on which this traffic is moving. 

Whether or not proposed rates, if established, would be accep- 
table to applicant. 

. Whether or not concurrences have been obtained from con- 
necting carriers and, if so, names of the connecting carriers 
and the file numbers and dates of the concurrences. 
Necessity for proposed rate or rates. 

Remarks, including comparisons with other rates. 

Clerk preparing proposal. 

Date of proposal. 
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The approved formal proposals are next transmitted to the 
freight traffic associations for further action. They are acknowl- 
edged to the carriers making them and referred to auxiliary com- 
mittees of representatives of the member carriers in the freight 
traffic associations for consideration. 

Freight association proposals are next prepared. They re- 
ceive serial numbers and dates and usually show the following 
data concerning the matter that has been obtained from the 
carriers initiating the proposals: 


Complete description of the commodity. 
Class or commodity rate basis. 

Carload minimum. 

Origin points or territory. 

Destination points or territory. 
Proposed rate change. 

Present basis of rates. 
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Tariff authority for present rate basis. 

. Proposed commodity description or class rate description. 
Grouping of origin or destination points. 

. Relationship of proposed changes in rate basis to other points. 
New traffic involved. 

Reasons for rate change proposed. 

- Routes over which proposed rate is to be applicable. 
Divisions of rate among lines handling the traffic at the pro- 
posed rate. 

Fourth section application. 

. Effect of proposed rate on application of combination tariff. 


The freight association proposals are forwarded to the gen- 
eral freight officer of each member road with the recommenda- 
tions of the associations’ committees. 

A period of usually twelve days or more is allowed for 
expressions of opinion to be received from the member roads. 
Members not responding within the specified period are assumed 
to approve the proposals. 

If no dissenting communications are received from member 
carriers within the prescribed period in which objections may be 
made, the proposals are presumed to meet with the unanimous 
approval of the member lines and rate recommendation advices 
are issued by the freight associations to the carriers initiating 
the proposals. 

The rate recommendation advices are sent to the tariff 
bureaus and the new rates are published in new tariffs, in new 
supplements to existing tariffs, or in reissues of current tariffs. 

The new tariffs, supplements, or reissues are prepared by 
the tariff bureaus of the carriers after concurrences have been 
received from roads parties to the new rates and the publica- 
tions are filed with the proper state commissions, or with the 
Interstate Commerce Commission, or with both the state and 
federal commissions, with the statutory notice of the effective 
dates of the publications. 

If the tariffs are found to be in proper form by the commis- 
sions with which they are filed and if no requests are made to 
have the tariffs suspended, the rate goes into effect at the an- 
nounced effective date. 

In cases where special requests are made to publish the rates 
to become effective within less than the statutory period, a 
special form is used in transmitting the proposed tariffs to the 
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commissions. These transmittals are supported by arguments t 
show the special circumstances that require the publication 
the rates on less than statutory notice. 


Further Steps When Objections Are Made 


The steps in the progress of the rate adjustments considera 
here from the time requests are made to the time of publica. 
tion of the tariffs containing the new rates, are those customary 
when the adjustments proceeded in orderly fashion with what. 
ever objections that may have been made adjusted by agreement 
among the parties involved. If, however, objections are made ty 
the proposed rates within the prescribed period by member lines 
after the proposals have been circulated among the carriers jp 
the freight traffic association, several further steps must be 
taken before the rates are either finally approved and published 
or definitely rejected by the carriers. 

In cases where the proposed rate adjustments are vetoed by 
one member carrier, the proposals are docketed for consideration 
before a meeting of the general freight committee of the associa. 
tion where the proposed adjustments are discussed and addi. 
tional data and argument are advanced to support or defeat the 
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proposals. If approved, the rate recommendations are forwarded API 

to the initiating carriers and the rates are published as described ies 
before. If the proposals are vetoed by the member carriers in Ut 
the general rate committee meeting, the adjustments are tabled. followi 
The rules and practices of the freight traffic association usually A 
provide that the proposed adjustments can be brought up several Ibs., W 
times after being vetoed and rejected several times before being % point « 
finally rejected by the general freight committee. to Stor 
If the adjustments are finally rejected by the general freight via Ss. 
committee the proposals are referred to the traffic managers’ beyon¢ 
committee, composed of the general traffic officers of the car. originé 
riers represented in the freight traffic association, or to other rate p 
appeal bodies. These committees seek further information and §bc.  - 
consider the proposals in the light of the additional data and $1.15 « 
arguments. If the proposed rates are approved by these review. in to | 
ing bodies, the rate recommendations are issued by the freight —& is nil. 
associations and the process of publication goes forward pre. lupe, ‘ 
cisely as if no objections had been made. In Case the adjust: paid i 
ments are rejected by these committees, the rules and practices transi 
of the associations usually provide that the matters may be con- charge 
sidered and vetoed several times before being finally rejected. rate. 
After the matter is definitely rejected by these bodies of the the ra 
carriers to which appeal can be made, the industrial or com- Guade 
mercial traffic managers making the requests have no further T 
carrier channel through which to press their cases. They must Tariff 
then decide whether to file complaints with the state public serv- signol 
ice commission having jurisdiction, if the rates are intrastate, carlos 
or with the Interstate Commerce Commission, if interstate, or ment 
to withdraw their requests. nenta 
See ei maxi! 
the s! 
REPRESENTATION OF EMPLOYES the 1 
The National Mediation Board has certified that shopcraft with 
organizations affiliated with the Railway Employes’ Department C 
of the American Federation of Labor have been designated to throu 
represent machinists, boilermakers, electrical workers, carmen Freig 
(including coach cleaners); helpers and apprentices of the fore minil 
going, power house employes and railway shop laborers (fire West 
men and oilers), of the Minneapolis, St. Paul & Sault Ste. Marie. tion 
In the election in this case there were 26 men whose votes were is los 
challenged by the observer for the Soo Line Shop Employes’ loade 
Association on the ground they were not employes of the car- forw: 
rier and worked for a contractor. be 
“The mediator questioned each of these men and heard vides 
oral arguments of the observers of both parties,’ said the board. be pl 
“He reported to the board ‘that the work being performed is tag, 
the kind that is generally performed by railway and roundhouse carlc 
laborers, and that therefore the votes should be accepted and Guac 
counted,’ but he had the men seal the ballots and mailed them 
to the board.” ship: 
The board said the ballots were opened and counted by it 6S 

with the following result: For Soo Line Shop Employes’ Ass0- 
ciation, 4; for International Brotherhood of Firemen and Oilers, ies 
etc., 21; 1 void ballot. The board held the men to be employes beyc 
of the carrier within the meaning of the railway labor act and re 
counted their votes. The board certified that the Soo Line shi 
organization had been designated to represent blacksmiths and er 
sheet metal workers, their helpers and apprentices. by { 
Te ee Eee ae aE the 
HOLIDAYS FOR I. C. C. EMPLOYES 

In accordance with an order issued by President Roosevelt, ton, 
Secretary McGinty has given notice that the Commission will seel 
dismiss its employes at 12:30 p. m., December 24 and 31 in- and 
stead of requiring them to work until 4 p. m. The order pro trar 
vides for the customary half-holidays on Christmas eve a2 rica 
New Year’s eve, pre 
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Questions and Answers 


pn Sidereg N this column will be answered questions of both legal and practical 






i that confront persons dealing with traffic. A specialist on inter- 
pee seve commerce law, whe is a member of our legal department, will give 
mary bis opinien in answer to any simple question relating to the law of interstate 


th what. experience and wide knowl- 
Preement 
Made to 


ber lines 


ation of freight. trafic man of lon 

will answer questions —. te practical traffic problems. We do not 
to take the place of the trafic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 

situa 







rrierg jp tion too complex for the kind of invest _— herein contemplated. If a 
Must be Ie mere comprehensive answer to a question is desired than is thought proper for 
: this column, the department will answer it by letter for a reasonable charge. 
u blished Ne attention will be paid to anonymous communications or questions 
from nen subscribers. 
etoed by Address Questions and Answers Department, 
. Bh Traffic Service Corporation, Earle Building, Washington, D. C. 
ideration 
_ASSOCia. gqxentnOnOesOe0 Ore Orne rere Br Ors Bre Sree er Breer Sre Ores Bere Serr Ser er Ors Osu Orr rns errr Orns Ore One® 
nd addi. 
panel Tariff Interpretation—Stopping in Transit for Partial Unloading 
cece —Application of Charges Where No Tariff Provision for Stop 
rriers jn Utah.—Question: Will you please give your opinion of the 
> tabled. HF following: 
usually A shipment of steel trusses (structural iron) weighing 8,280 
. Several lbs. was forwarded from Salt Lake City or Ogden, Utah, to a 
re being [™ point on the S. M. V. Ry. in California, routed Western Pacific 
to Stockton, Calif., Southern Pacific to Guadalupe, Calif., thence 
| freight J via S. M. V. Ry., was billed as carload to Guadalupe and L. C. L. 
Anagers’ beyond on the fabrication in transit privilege. The tonnage 
the car. originated and was applied as follows: 20,000 lbs., Canton, O., 
o other rate paid in $1.15; 40,000 lbs., Indiana Harbor, Ind., rate paid in 
ion and 9c. The through rate from Canton, O., to Guadalupe, Calif., is 
ata and $1.15 on structural iron, 60,000 lbs. minimum, the same as paid 
review. in to fabrication point, therefore the balance due on 20,000 Ibs. 
freight is nil. The through rate from Indiana Harbor, Ind., to Guada- 
rd pre lupe, Calif., on structural iron is $1, therefore as 95c only was 
adjust. paid in the balance due is 5c on 40,000 Ibs., plus fabrication in 
ractices transit charge of 2c per cwt. on the minimum of 60,000 lbs. The 
be con- charges beyond Guadalupe are based on actual weight at L. C. L. 
sted. rate. Transcontinental Freight Bureau Tariff 1 Series names 
} of the the rate to Guadalupe, Calif., and 4th class rate of 8%c beyond 
r com- Guadalupe was used per S. M. V. Tariff 1-J. 
further The shipper contends that inasmuch as Transcontinental 
y must Tariff 1 only names a rate to Guadalupe, it is optional how con- 
ic serv: signor bills the shipment beyond that point and that less than 
‘astate, carload if cheaper than carload should be applied if the ship- 
ate, or ment was billed that way. The transit privileges in Transconti- 
nental Tariff 1 only controls the rates in that tariff and as the 
maximum rate named in that tariff applies only to Guadalupe 
the shipment should be treated as a combination movement and 
the rate beyond should and can be computed commensurate 
pcraft 7% with the manner in which the shipment was billed. 
“tment On the other hand, the carrier contends that this is a 
ted to through continuous movement and invokes Transcontinental 
armen Freight Bureau Arbitrary Circular 61 Series, which names a 
> fore- minimum carload weight on steel trusses of 30,000 lbs., per 
(fire- Western Classification. The carrier also invokes Rule 15, Sec- 
Marie. tion 3, of the Classification, which provides that when freight 
| wees is loaded in or on a car by the shipper and such car is not fully 
loyes loaded but is tendered as a carload shipment and the car is 
e car: forwarded without other freight in or on it, the shipment will 
be charged for as a carload; also Rule 6, Section 2, which pro- 
heard vides that each package, bundle or loose piece of freight must 
oard. be plainly, clearly, legibly and durably marked by brush, stencil, 
ed is tag, etc., for L. C. L. shipments. The carrier contends that the 
house carload basis of 30,000 lbs. at 4c rate must be applied beyond 
= Guadalupe, Calif. 
them Trap cars furnished by the carriers permit loading L. C. L. 
by it shipments at shipper’s place of business without regard to Rule 
pei 6, Section 2, of the Classification. 
ilers, Does the fact that the shipment was billed as a carload to 
loyes Guadalupe, Calif., preclude the application of L. C. L. charges 
, and beyond, and if so, how could shipment be billed to insure lowest 
Line basis of freight charges? Would it be necessary to bill the 
and shipment to Guadalupe as a carload and then rebill beyond as 
less than carload in order to obtain the basis contended for 
by the shipper, or could the carrier legally apply this basis in 
the manner the shipment was billed? 
Inasmuch as there are no through joint rates from Can- 
velt, ton, O., or Indiana Harbor, Ind., to final destination, it would 


will seem that the application of the lowest combination of charges, 

l in- and that to include L. C. L. beyond the junction point after the 

pe transcontinental movement had been completed under the fab- 

an epg in transit privilege in the transcontinental tariff, could 
evail. 
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Answer: While we can locate no case in which the par- 
ticular point was in issue, the Commission in Apperson Brothers 
Automobile Co. vs. L. E. & W. R. R. Co., 18 I. C. C. 392, found 
that charges based on a combination of the carload rates to 
and from the point at which a shipment was stopped for partial 
unloading, where there was no tariff authority for the stop, 
were not unreasonable. 

Unless the shipment is delivered to the carrier at the point 
of stoppage as a less-than-carload shipment, it is our opinion 
that the carload rate must be assessed. As to whether a car- 
load or a less-than-carload shipment is made is a question of 
fact to be determined from the circumstances surrounding the 
delivery of the shipment to the carrier. 

With respect to that question see the decisions of the Com- 
mission in Smith & Sons vs. Director-General, 132 I. C. C. 593; 
Atkins & Co. vs. I. C. R. Co., 152 I. C. C. 599; Peterson Const. 
Corp. vs. C. & O., 160 I. C. C. 178; National Concrete M. F. 
Corp. vs. C. & O. Ry. Co., 165 I. C. C. 185; Belt Line Brick Co. 
vs. I. C. R. Co., 168 I. C. C. 549, and Endicott-Johnson Corp. vs. 
D. L. & W., 172 I. C. C. 89. 


Demurrage—Interstate—Jurisdiction of 
Commission 


Interstate Commerce 


Louisiana.—Question: What is your opinion as to under 
whose jurisdiction comes the question of demurrage, whether 
the Interstate Commerce Commission or the State Commission, 
where demurrage accrues on strictly intrastate shipments? 

It is our opinion that, as to shipments strictly intrastate, 
the State Commission would have jurisdiction and any rulings 
of the Interstate Commerce Commission would in no way affect 
same, in that the shipments are in no way connected with in- 
terstate movements. 

If this has ever been a subject of discussion and there has 
been a decision or ruling made we would appreciate your quot- 
ing same and at the same time give us your version as to what 
in your opinion should be the proper ruling. 

Answer: The jurisdiction of the Interstate Commerce Com- 
mission does not extend to intrastate commerce, except where, 
under Section 13 of the Interstate Commerce Act, an intrastate 
rate or charge causes any undue or unreasonable advantage, 
preference or prejudice as between persons or localities in in- 
trastate commerce, on the one hand, and interstate or for- 
eign commerce, on the other hand, or any undue, unreasonable, 
or unjust discrimination against interstate or foreign commerce, 
the Interstate Commerce Commission shall prescribe the rate 
or charge, or the maximum or minimum, or maximum and mini- 
mum, thereafter to be charged, in such manner as, in its judg- 
ment, will remove such advantage, preference, prejudice, or 
discrimination. 

In Zelnicker Supply Co. vs. Director-General, 53 I. C. C. 700, 
the Commission found that transportation within the switch- 
ing limits of New Orleans was intrastate and that the question 
of the demurrage that accrued in connection with that service 
was beyond its jurisdiction. See also, Campbell Construction 
Co. vs. La Crosse & S. E. Ry. Co., 95 I. C. C. 603. 


Routing and Misrouting—Right of Shipper to Insist Upon For- 
warding of Shipment Via Circuitous Route 


With reference to our answer to “Tennessee” on page 1042 
of the December 14, 1935, Traffic World, under the above cap- 
tion, see the decisions in Quality Gas & Oil Co. vs. Mo. Pac. Ry. 
Co., 185 I. C. C. 395; Interstate Fruit Co. vs. C. M. St. P. & P., 
195 I. C. C. 568, and Olean Glass Co. vs. P. R. R., 203 I. C. C. 
780. 

These cases seem to lead to the conclusion that the Com- 
mission would hold that a shipper has not the right to route 
shipments via the longer route where the carrier has two 
routes over its lines from origin to destination of a particular 
shipment. While the cases do not relate to shipments which 
were specifically routed by the shipper, the Commission does 
make the statement in the cases that the shipper would not 
have the right to route shipments via the longer route. 

See, also, the decisions in Clark Company vs. A. & E. R. R., 
208 I.C. C. 621; 208 I.C.C.1; Frost vs. A. C. L. R. R. Co., 209 
I. C. C. 325, and Quality Gas & Oil Co. vs. N. P. Ry. Co., 188 
I. G.-C... 779. 


Routing and Misrouting—Conflict Between Rate and Route in 
Bill of Lading 


Pennsylvania.—Question: In several issues of The Traffic 
World I have noted your answers to the question regarding 
confliction in the route and rate shown in bills of lading. 

_ Invariably you subscribe to the theory that where a rate is 
shown which is inconsistent with the routing specified the car- 
rier is guilty of misrouting, and when the rate shown is ap- 
plicable via some route in which the originating carrier par- 
ticipates, said carrier is guilty of misrouting when it fails to 
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ascertain from the shipper whether the route or the rate shown 
should be observed. 

The Interstate Commerce Act, without doubt, gives a ship- 
per the right to specify the route via which it is desired to have 
the shipment move, but I find no place in the “Act’’ where a 
shipper is accorded the right to specify the rate. It has been 
held by the Commission that a shipper is equally liable with 
a carrier for knowledge of tariff provisions. 

My point is that while a carrier is legally responsible for 
observance of any routing instructions given by a shipper the 
rate over such routing is one laid down by law and cannot be 
determined either by the carrier or the shipper, except by ref- 
erence to the tariffs lawfully on file with the Commission, and 
any agreement. between the two parties that shipment was 
misrouted, leading to protection of a rate which is applicable 
via some other route, would be unlawful. 

I am prepared to admit it would be good policy for a car- 
rier to call the shipper’s attention to discrepancies between 
route and rate shown on the bill of lading, but from a legal 
standpoint it is doubtful, if the case were carried far enough, 
that a carrier could be compelled to do so, for the reason as 
stated above, the carrier is obligated to obey routing instruc- 
tions and must, of course, collect charges on the basis of rates 
published via such route. 

This subject is of such obvious interest you may feel war- 
ranted in making some further statement. 

Answer: The Commission has held in several cases that the 
showing of a rate applicable via a given route in a bill of lad- 
ing is the equivalent of routing instructions. See Highland Iron 
& Steel Co. vs. E. & I. R. R. Co., 57 1. C. C. 549; Plainfield Grain 
Co. vs. E. J. & E. R. R. Co., 41 I. C. C. 608; Keeton vs. 
St. Louis S. W. Ry. Co., 39 I. C. C. 221. 

If this premise is sound, it would appear that where in 
addition to showing a rate which is applicable via one route 
and routing via another route, there is a conflict in routing in- 
structions which renders the provisions of the bill of lading im- 
possible of execution; that under such conditions, the obliga- 
tion is rightfully on the carrier to ascertain via which route 
the shipment shall be forwarded. 


Tariff Interpretation—Commodity Rate Versus Class Rate 


Connecticut.—Question: I would like to have you answer 
the following question: 

If a railroad tariff provides for a class rate of 15c on a 
20 ton car of a certain commodity and, later, a commodity rate 
is issued for a 35 ton car at 12c, do both rates remain legal? 

It is my opinion that a commodity displaces in its entirety 
a class rate, even though the loading is changed. 

Answer: In Rule 7A of Tariff Circular No. 20 it is provided: 


Where a commodity rate, either distance or mileage, or specific, 
is named in a tariff from origin to destination, such commodity rate, 
except as otherwise provided in sections (b) and (c) of this rule 
and in Rule 27, is the applicable rate and the only rate that may 
be used via the route or routes over which the commodity rate ap- 
plies, even though a class rate (except as provided in Rule 27), or 
some combination of rates may make lower. 


A rate and its minimum weight are inseparable (Timmons 
vs. B. C. & A. Ry. Co., 56 I. C. C. 495), and therefore the publi- 
cation of a commodity rate, except under alternative provi- 
sions as authorized in Rule 7(b) of Tariff Circular 20, removes 
the application of a class rate, including the minimum weight 
provided in connection therewith 


In our opinion the commodity rate at a minimum weight of 
70,000 pounds is the applicable rate on the shipment in ques- 
tion. See Beaver Products Co., Inc., vs. C. & O. Ry. Co., 132 
I, C. C. 721, in which case the Commission said that the es- 
tablishment of a commodity rate between two points takes the 
commodity out of the classification between these points and 
that rate is the only one that may be applied. 

In using the term “classification” the Commission had refer- 
ence to a classification rating. 


Liability of Switching Line for Loss of or Injury to Goods 


South Carolina.—Question: We are importers and _ fre- 
quently place instructions with a railroad to load shipments dis- 
charged from ships into cars and switch same to our private 
switch track for delivery. In such cases the carrier issues the 
usual track receipt. 

Please advise if carrier is liable in case of loss or damage 
occurring after shipments have been delivered to the railroad 
by the steamship company. 

Answer: When goods are delivered to and received by com- 
mon carriers for transportation it assumes the liabilities of a 
common carrier during the time goods are in its possession as 
such, and is liable for any loss of, injury, or relay thereto not 
resulting from one of the exceptions to its common carrier 
liability, such as an act of God, the public enemy, the fault 
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of the shipper or the inherent nature of the goods. 

The fact that a bill of lading is not issued does not affeg 
the liability of the carrier. The acceptance of the goods fg 
transportation with complete shipping instructions imposes Up. 
on it liability as a common carrier liability with respect to the 
goods. See, in this connection, Bachelder & Snyder Co. yg 
Union Freight R. Co., 156 N. EB. 698. 


Freight Charges—Liability of Consignor 


Ilinois.—Question: If a shipper making a shipment, fails tp 
mark his bill of lading “no recourse,” can he be held liable fo 
the payment of freight charges? 

Answer: In the decision of the Supreme Court of the Uniteg 
States in L. & N. R. Co. vs. Central Iron & Coal Co., 265 U. §, 
59, 44 S. Ct. 441, there are numerous expressions which seen 
to point to the conclusion that the consignor can be held for 
an undercharge, unless it appears from the bill of lading or 
otherwise that the carrier did not intend to look to the ¢op. 
signor for its charges. 

As the court points out, the consignor may, under the pro 
visions of Section 7 of conditions and clause on the face of 
the bill of lading, relieve himself of all liability for freight 
charges. 

There has been no decision of the Supreme Court of the 
United States which is directly in point; that is, one which 
decides definitely that a bill of lading which names one party 
as the consignee and another party as the consignor and in 
which the no recourse provision has not been executed, does 
or does not release the consignor from liability for all or any 
part of the charges, if the goods are delivered to the consignee 
without the collection of the full amount of the freight charges, 
There are, however, decisions of the state court and the 
Federal court other than the supreme court of the United 
States which hold the consignor liable in any event. See West- 
ern Maryland Ry. Co. vs. Cross, 123 S. E. 572; Mellon vs. Stock 
ton & Lampkin, 30 S. W. (2d) 974; United States vs. United 
States Steel Prod. Co., 22 Fed. (2d) 547; Maryland Casualty 
Co. vs. Ohio River Gravel Co., 20 Fed. (2d) 514. 


Reconsignment—Liability of Carrier for Failure to Act on Ship 
per’s Reconsigning Instructions 


Oklahoma—Question: We delivered carrier A a shipment 
marked and billed to the wrong destination and three days 
later discovered the error and requested the agent of carrier 
B to correct the billing and shipment so that the shipment 
would be forwarded to the correct destination. This was done 
very promptly by carrier A, by telegram, and this shipment 
was at the junction of carrier B. However, carrier B, instead 
of telephoning the instructions to carrier C at the junction 
point, merely wrote a memorandum to carrier C and it seems 
that carrier C did not try to catch the shipment, but permitted 
the shipment to go to the erroneous destination. 

We feel it was the duty of carrier B to inform carrier C 
of this correction at once, at least by telephone, confirming the 
instructions by letter. That, since carriers B and C neglected 
to do so, they should be responsible for the extra freight charges 
from the original destination to the corrected destination, as 
requested by us. We now have a claim in suspense with car- 
rier A, who insists they are not responsible and decline to favor 
us with payment. 

We would like to have your opinion 
matter. 

Answer: In Humble Oil & Refining Co. vs. N. Y. C. R. Co, 
93 I. C. C. 331, reparation was awarded for the negligence of the 
intermediate carrier in failing to transmit promptly the com- 
plainant’s request for diversion, which failure resulted in 4 
back-haul with consequent additional freight charges. See also, 
Central Foundry Co. vs. Southern Railway Co., 42 I. C. C. 333. 

As to carload shipments, it would appear from the state- 
ment of the Commission on page 335 of its decision first re 
ferred to above that the requirements of the reconsigning tariff 
that a request for diversion must be made or confirmed in writ- 
ing and the bill of lading surrendered, must be complied with 
by the shipper. 

As to less than carload shipments, see our answer to Mon: 
tana, on page 142 of the January 13, 1931, Traffic World, under 
the caption, “Reconsignment of Less-Than-Carload Shipments,” 
in which we expressed the view that a tariff provision for the 
reconsignment of less-than-carload shipments is a _ condition 
precedent to liability on the part of the carrier for failure to 
reconsign. 
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Tariff Interpretation 


Pennsylvania.—Question: An industry has a track location, 
but is not listed in the switching tariff of a carrier. <A car 4al- = 
rives over another line and the carrier, upon which track con- 
signee is located, refuses to switch the car at switching rate. 
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You may recall the ad we ran on this page last newly dedicated Huey P. Long Bridge. The job 


ro April concerning the New Orleans Public Belt of spanning the Great River a mile and a half 
weil Railroad Bridge across the Mississippi. The copy above New Orleans is done, and done well. 
“= was captioned “They said it couldn’t be done!” We invite you to take advantage of this speed- 
arges In it we told the story of the problems that con- _ing-up of service through New Orleans (via the 
Ys fronted the bridge builders, how they mastered Huey P. Long Bridge) by routing your shipments 
favor 


them, what the completion of the bridge meant over our Sunset Route to and from the Great 


this in expediting our service into and out of New _ Southeast. We, like the men who build bridges, 

Co, Orleans. keep pace with the fast changing times, enjoy 
a: Today Southern Pacific trains speed over steel tackling big tasks and take pride in jobs well 
in a 


a rails 125 feet above the Father of Waters on the done. Let us help you with your freight problems. 


333. 
tate: @ As it used to be—Southern Pacific’s rail ferry tugged @ As it is today—Our river crossing is made over the 


- across the Mississippi at Nine Mile Point. Huey P. Long Bridge, a 13 million dollar structure. 
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Would the local distance rate apply from the point of inter- 
change with delivering carrier to the sidetrack of the consignee? 

Answer: In the absence of a rule relative to corrections 
and additions to the list of industries in the switching tariff 
of the carrier in question, there apparently is no applicable 
switching rate. See, in this connection, Shanks & Gannon Co. 
ve. ©. C. C..& hh. L. BR... Co., 102.1. C..C. 462. 


See also rule 10 (d) of the Commission Tariff Circular 20, . 


which states that a switching tariff must name the stations, 
warehouses, team or delivery tracks, or other points at which 
shipments will be received or delivered within the switching 
limits, or must otherwise clearly define such limits. 

As to the application of the distance rate, see the Commis- 
sion’s decision in Central Iron & Coal Co. vs. Director-General, 
77 I. C. C. 300, in which the Commission states that a distance 
rate is a legal rate only when distance can be determined from 
a tariff publication with the same definiteness as the quantum 
of the rate itself. 

Whether the distance rate can be applied will depend upon 
whether there is a distance tariff which shows the distance be- 
tween the points between which the shipment moved. 

Where transportation service has been rendered for which 
no tariff authority whatever exists and where the shipper has 
paid the sum claimed by the carrier for that service, the Com- 
mission has jurisdiction to inquire What was a reasonable charge 
for the service and to order the repayment of whatever the 
carrier has collected over and above such reasonable charge. 
Memphis Freight Bureau vs. K. C. S. Ry. Co., 17 I. C. C. 90. 





Doings of the Traffic Clubs 





The annual meeting and election of officers of the Traffic 
Club of Erie, Pa., will be held at Hunter’s Lodge January 16, 
1936. 





Joseph M. Adalizzi, manager of the Eastern Motor Freight 
Bureau, Hartford, Conn., will lead a discussion on motor traffic 
problems at a meeting of the Bridgeport, Conn., Traffic Associa- 
tion at the University Club December 23. 





The Minneapolis Traffic Club has undertaken the task of 
furnishing Christmas cheer to the patients at the University 
Hospital as it has for a number of years. The Rev. W. W. Dale 
spoke on “Christmas Day at University Hospital” at a ladies’ 
day Christmas entertainment and luncheon of the club at the 
Nicollet Hotel December 19. There was a musical program un- 
der the direction of R. T. Tenney. 





Enrollment in the elementary transportation class conducted 
by the Transportation Club of Peoria has reached 63. There 
are 46 enrolled in the advanced class. President J. J. Stevens 
of the club has appointed E. F. Stock, traffic manager, Peoria 
and Pekin Union, as chairman of the club’s study division. The 
instructors are W. V. Wheat, traffic manager, Peoria Board of 
Trade; L. A. Daley, traffic manager, Kroger Grocery Company; 
W. M. Snow, freight traffic representative, Big Four; F. D. 
McDonald and P. J. Naughton. 





Lamar W. Land, vice-president, Associated Traffic Clubs of 
America, explained the aims and purposes of that organization 
at a meeting of the San Antonio Traffic Club December 12. 
There was a general discussion of club affairs. The club voted 
to apply for membership in the national association. 


Harry B. Gage, traffic manager, C. A. Straubel Company, 
was elected president of the Green Bay, Wis., Traffic Club at 
a meeting held December 12. Others elected were: Vice-presi- 
dent, E. B. Daly, traveling agent, Chicago and North Western; 
secretary, Fred Heidmann, chief clerk, Pere Marquette, and 
treasurer, J. A. Long, traffic manager, Bay West Paper Company 
The club voted to apply for membership in the Associated Traffic 
Clubs of America. Committee appointments for the coming 
year will be decided on at a meeting of the new officers and 
the board December 27. The new officers will be installed 
January 9. 





The annual meeting and election of officers of the Pacific 
Traffic Association was held at the Palace Hotel, San Francisco, 
December 10. The following were elected: President, J. J. 
Parker; first vice-president, V. P. McMurdo; second vice-presi- 
dent, A. J. Fair; third vice-president, A. Hillman; executive 
secretary, O. O. Biedenbach; treasurer, A. Wenderoth; direc- 
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tors, L. O. Baxter, R. W. Blaisdell, J. Kelly and W. J. Lan 
These new officers were installed at the annual Christmas qj), 
ner dance of the club held at the Palace Hotel December 12. 





W. H. Ward, county judge, was the speaker at a lunche, 
meeting of the Traffic Club of Houston at the Rice Hotel Decep, 
ber 17. W. E. Schubert has been placed in charge of the club, 
educational activities and an attempt will be made to organix 
a traffic study class. 





The Traffic Club of Chicago will hold a dinner dance anj 
floor show at the Palmer House January 18, 1936. The club wij 
hold an air transportation luncheon at the Palmer House Jap. 
uary 14. 





The Traffic Club of Fort Worth held a ladies’ day luncheo, 
at the Texas Hotel December 16. Mrs. Elsie Hogsett was the 
speaker. There were favors for the ladies. The club is ep. 
deavoring to discover whether there is enough interest among 
its members to start a course in Interstate Commerce Comnis. 
sion procedure. 





H. L. Engleman, newly elected president of the Transpor. 
tation Club of Louisville, has been connected with the traffic 
department of the T. M. Reynolds 
Metals Company since his discharge 
from the Uinited States army after the 
world war. He served 18 months over. 
seas. His earliest transportation ex. 
perience was in the general offices of 
the Louisville and Nashville at Louis. 
ville. He was appointed traffic manager 
of the Reynolds Company in 1931 and 
still holds that position. Others elected 
by the Louisville club at its annual 
meeting December 3 include: Vice. 
president, L. P. Stiebling, freight traffic 
representative, Southern Railway; sec. 
retary-treasurer, E. W. Jarvis, assistant 
traffic manager, Standard Oil Company; 
members of the board of directors: F.§, 
Morton, traffic manager, American Creo- 
soting Company; J. D. White, traffic manager, American Medic- 
inal Spirits Company; M. S. Denny, president, Denny Motor 
Transfer Company, and W. T. Vandenburgh, commercial agent, 
Seaboard Air Line. 





The following have been appointed chairmen of the stand- 
ing committees of the Traffic Club of Dallas by Van B. Myers, 
president: Annual dinner, G. H. Dougherty; educational, men- 
mers, Frank A. Leffingwell; non-members, J. L. Richardson; 
finance, C. N. Reynolds; membership, industrial, O. A. Haupt 
mann; transportation, N. W. Smith; auditing, L. B. Buchanan; 
entertainment, F. O. Mooney; historical, A. C. Valentine; provi- 
dent, Norman Mansfield; publicity, T. V. Murray, Jr.; recep- 
tion, M. T. Junker. Chairmen of the committees in charge of 
the programs for the 1936 meetings of the club have been ap- 
pointed as follows: January 13, O. A. Hauptmann; January 23, 
F. E. Clarke; February 10, M. A. McCann; February 24, T. V. 
Murray, Jr.; March 9, N. W. Smith; March 23, J. L. Parker; 
April 13, C. A. Wilson; April 27, S. E. Johnson; May 11, R. Wal 
ther; June 8, F. O. Mooney; September 14, J. H. Crawford; 
September 28, R. L. Coleman; October 12, L. O. Langley; Octo- 
ber 26, E. H. Hatzenbuehler. 





At the annual meeting of the Transportation Club of Spring- 
field, Ill, December 11, the following officers were elected: 
President, C. J. Kraus, traffic manager, tractor division, Allis- 
Chalmers Manufacturing Company; first vice-president, H. G. 
Keiser, freight agent, Illinois Central; second vice-president, 
C. H. Ashton, traffic manager, Springfield Boiler Company; 
secretary-treasurer, A. G. Grimm, traffic manager, Pi'ls*ury Florr 
Mills Company; directors, W. J. Swaja, Pillsbury Flour Mills 
Company; D. H. Irwin, traffic manager, Sensamn Fletrie Con 
pany; T. Hamilton, traveling freight agent, Missouri Pacific. 





F. N. Melius, attorney, spoke on “The Possible Effects of 
the Motor Carrier Act on Trucking” and conducted an opel 
forum discussion on that subject at a meeting of the Bronx, 
N. Y., Traffic Club at the East 148th Street Restaurant Decell- 
ber 20. 





At the annual meeting and election of officers of the Trans 
portation Club of Decatur, Ill., at the Hotel Orlando, Decem- 
ber 10, the following were elected: President, V. R. March, 
eastern traffic manager, A. E. Staley Manufacturing Company; 
first vice-president, W. M. Smothers, district freight agent, Bal- 
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From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic 


The Information Regularly Carried in This 


Bulletin 


Publication Includes the Following: 


1. 
2. 
3. 


39. 
40. 
41. 
42. 
43. 
44. 
45. 
46. 
47. 
48. 


Central Freight Association Decket 

Central Freight Association Hearings 

Central Freight Associatien Coal, Coke & Iren Ore Decket 
Eastern Commodity Rate Revision Cemmittee Hearings 
Illinois Freight Association Docket 

Natienal Diversion and Reconsignment Committee Hearings 
National Perishable Freight Committee Decket 

New England Freight Association Decket 

New England Freight Association Hearings 

Seuthern Freight Association Docket 

Southern Freight Association Dispositions 

Seuthern Freight Association Ceal & Coke Committee Docket 
Southern Perts Foreign Freight Committee Decket 
Southwestern Freight Bureau Decket 

Southwestern Freight Bureau Hearings 

Texas-Louisiana Tariff Bureau Docket 

Transcontinental Freight Bureau Applications 
Transcontinental Freight Bureau Dispesitiens 

Trunk Line Association Decket 

Trunk Line Association Hearings 

Trunk Line Coal & Coke Cemmittee Docket 

Trunk Line Coal & Coke Committee Hearings 

Western Trunk Line Docket 

Western Trunk Line Hearings 

Western Trunk Line Dispositiens 

Joint Hearings of Rate Cemmittees 

Fourth Sectien Applicatiens 

Fourth Section Orders 

Sixth Sectien Applications 

Sixth Sectien Permissions 

New Tariffs and Supplements Filed with the I. C. C. 
Tariffs Rejected by the I. C. C. 

Investigation and Suspension Orders 

Suspension Orders Vacated 

Released Rate Orders 

Express Tariffs Filed with the I. C. C. 

Shipping Board Bureau Tariffs—Intercoasta] 

Shipping Board Bureau Tariffs—Other than Interceastal 
Shipping Beard Bureau Shert Netice Applications 
Shipping Board Bureau Short Netice Permissions 
Shipping Board Bureau Suspensien Orders 

Shipping Board Bureau Orders Vacating Suspension 
Tariffs Returned by the Shipping Board Bureau 
Consolidated Classification Decket 

Express Classification Decket 

Adoption Netices 

Address ef Railreads and Steamship Lines Filing First Tariff 
Embargo Notices, Medificatiens and Cancellations 


And similar information with respect to truck 
transportation as soon as the new motor carrier 
regulation law becomes effective. 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 


418 South Market St., Chicago 
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timore and Ohio; second vice-president, F. A. Walker, traf 
manager, Decatur Milling Company; third vice-president, F. |, 
Dennis, general agent, Illinois Terminal Railroad; secretary 
A. S. Crabb, assistant traffic manager, A. E. Staley Manufae. 
turing Company; assistant secretary, V. W. McGuire, agent, 
Railway Express Agency; treasurer, H. L. Kline, assistay 
cashier, Citizens National Bank; publicity agent, S. F. Coay, 
traffic manager, Leader Iron Works; directors, Paul Jones, Harty 
* Bloomquist, T. C. Burwell, Harry Eden and L. F. Boss. 





The following traffic clubs, in addition to those already 
noted in this column, have ratified the resolution opposing the 
Wagner bill adopted at the Indianapolis meeting of the Aggp. 
ciated Traffic Clubs of America: Milwaukee Traffic Club, Won. 
en’s Traffic Club of Greater New York, Traffic Club of Newark, 
Women’s Traffic Club of San Francisco, South Bend, Ind., Trans. 
portation Club and Women’s Traffic Club of Philadelphia. 





The Women’s Traffic Club of Greater New York will hold its 
annual dinner dance at the Downtown Athletic Club January 
25, 1936. Beatrice Sadowsky is chairman of the entertainment 
committee in charge. 





The Traffic Club of New York will hold a party in its quar. 
ters at the Hotel Biltmore on New Year’s eve. There will be 
dancing and entertainment and supper will be served. The 
entertainment committee, under the chairmanship of R. D. Gray, 
will be. in charge. The club will hold open house for members 
and men guests in the club rooms the afternoon of Christmas 
eve. According to a report of the club’s house committee, 47,880 
meals were served in the club dining room in the year ending 
November 30. 





The Traffic Club of Kalamazoo held its annual family Christ. 
mas party December 17. More than 160 members and guests 
were present. There were dancing and games and gifts were 
distributed. 





The Traffic Club of Houston will hold a luncheon meeting 
at the Rice Hotel January 7, 1936. Harrison J. Luhn, new 
president of the club, will be in charge. The annual banquet of 
the club will be held at the Rice Hotel January 25. 





The Waco, Texas, Traffic Club held a dinner dance at the 
Roosevelt Hotel December 20. G. H. Zimmersan, William Cam- 
eron and Company, was the speaker. 





Personal Notes 





Nathan T. Mahoney, general agent, New York, Ontario and 
Wéstern at Boston, died at his home in Quincy, Mass., Decem- 
ber 11. 

W. J. Rogers, alternate publishing agent for the South- 
western Passenger Association, St. Louis, has been elected chair- 
man of the association. He will take office January 1, 1936. 

W. W. Meyer has. been appointed counsel for the trustees 
of the New York, New Haven and Hartford. H. W. Dorigan 
has been appointed executive assistant to the trustees. Mr. 
Meyer was general counsel for the road and Mr. Dorigan assist- 
ant to its president before the institution of section 77 proceed- 
ings. The trustees have also announced that the following will 
continue to serve under the trusteeship in capacities they filled: 
Vice-presidents, A. P. Russell, C. E. Smith, F. J. Well and R. J. 
Pearson; secretary, A. E. Clark; comptroller, G. T. Carmichael, 
and treasurer, T. F. Paradise. 

Lawrence M. Dickerson, joint freight agent for the Chicago, 
St. Paul, Minneapolis and Omaha and the Duluth, Winnipeg and 
Pacific at Duluth, Minn., will retire December 31 after 52 years 
of continuous service with the railroads. 

Rodney Macdonough, who was New England passenger 
agent for the Pennsylvania Railroad in Boston until his retire 
ment in 1933, died at his home in Boston December 11. 

J. K. Williams, commercial agent for the Louisville and 
Nashville at New York, has been appointed general agent for 
that railroad at Louisville. 

K. O. Takahashi, general manager of the New York office 
of the N. Y. K. Line, has been appointed manager of the com- 
pany’s San Francisco office, succeeding S. Nakase, who has 
been promoted to the managership of the line’s Kobe offices. 
S. Yanase, manager of the Nagoya branch office, will succeed 
Mr. Takahashi in New York. K. Matsuo, who has been i0 
charge of the New York passenger department, has been trans- 
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WATCHING SERVICE 


A highly specialized service, the purpose of which 
is to advise the shipper promptly of rate changes and 
action of the Interstate Commerce Commission and 
Shipping Board Bureau of the Department of Commerce 
in all matters coming before those bodies in which he 
may have an interest. It is a comprehensive service, 
covering your traffic and, of equal importance, your 
competitors’ traffic. Prompt advice in the above 
respects is essential to a maintenance of proper rate re- 
lationships, a matter of utmost importance to the shipper. 

On advice as to your plant location, your inbound 
and outbound commodities, and, in general terms, their 
origin and destination, we keep you constantly informed 
on all matters that may affect the rates on which you ship. 

All rate changes published in tariffs filed with the 
Commission and Shipping Board Bureau; complaints, 
petitions, and applications filed with the Commission 
and Shipping Board, including applications for publica- 
tion of rates on short notice and petitions for suspension 
of rates, and the action of the Commission and Ship ing 
Board Bureau thereon, are promptly reported. Sup- 
porting documents are forwarded without cost, except 
where a cash outlay is necessary. 

The service is your insurance against losses that may 
result when you fail to receive a new tariff or supple- 
ment from the carriers; when rates are changed on short 
notice and you don’t hear about the change in time; 
when the Commission suspends a reduced rate on 
which you ship or an increased rate on which a com- 
petitor ships; when you fail, through lack of knowledge 
of its publication, to petition the Commission or 
Shipping Board Bureau for the suspension of an 
unfavorable rate on which you ship, or one that unduly 
favors your competitors; if there is a transit service you 
have overlooked, or if transit privileges at any point 
are to be cancelled. 

The service goes far beyond that ordinarily and 
usually available. 

On your request we will ©) place your inquiry on 
our ‘‘docket’’ and advise you of any action taken by the 
Commission or parties in interest to any proceeding; 
(b) furnish any government document, including 
Congressional bills; (c) reproduce, or prepare a 
digest of, complaints, testimony, briefs, proposed 
reports, and decisions in proceedings before the 
Commission or Shipping Board Bureau when copies are 
not available; (d) interpret tariffs filed with the 
Commission or Shipping Board Bureau; (e) advise as to 
the liability of common carriers of goods; (f) analyze and 
digest decisions of the courts and Commission in carrier 
rate and regulatory matters; (g) act as your Washington 
contact representative. The only limita ion is that the 
amount of work involved shall not be too extensive. 

It is a service you should not be without, and the 
cost is moderate. 

Additional information about this service and the cost 
are yours without obligation if you will write to the 


Special Service Department 
of the 


TRAFFIC SERVICE CORPORATION 


708, Earle Building Washington, D. C. 
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ferred to Kobe where he will head the passenger staff and his 
place in New York will be taken by S. Nagashima, formerly 
the Shanghai office. 

C. G. Willis has been appointed commercial agent for the 
Atlantic Coast Line at Pahokee, Fla. 

E. E. Wilson has resigned as district traffic manager fo, 
the Glidden Company, at Chicago, to accept appointment ag 
assistant to A. C. Shier, assistant general traffic manager, Gep. 
tral Food Sales Company, Inc., at New York City. 





/Digest of New Complaints 


No. 27233, Sub. No. 1, Me ee ak & Aluminum Foundry (o, 





Cleveland, O., vs. C. R. I. & F. et al. 

Rates, silica sand, not g nd, Ottawa, Ill., to Cleveland, 0. 
between June 1, 1933, and September 12, 1934, in violation of sec. 
tion 1. Asks reparation. (William/ F. Muth, East 88th St. ang 
Laisy Ave., Cleveland, O.) 

No. 27233, Sub. No. 2, Same vs. Samg. 

Rate, silicate sand, not ground, Ottawa, Ill., to Cleveland, 0, 
between September 19 and December 5, 1934, in violation of sec. 
tion 1. Asks reparation. (William/ F. Muth, secy., East 88th §t, 
and Laisy Ave., Cleveland, O.) 

No. 27251, Salant & Salant, Inc., NewYork, N. Y., vs. N. C. & St. L, 
Rates, cotton goods in the original piece, from points in Virginia, 
the Carolinas, and Georgia, to Lawrenceburg, Lexington, Paris, 
Martin and Union City, Tenn., in violation of sections 1 and 4. 
Ask new rates and reparation. (L. H. Rubin, practitioner, 15 
Nassau St., New York, N. Y.) : 

No. 27252, Moniteau Mills, Inc., Califorhia, Mo., vs. B. & O. et al. 

Rates, cotton and/or wool shoddy, or mixed filling, in the orig- 
inal piece, in rolls, covered with burlap or in bales or boxes, 
less than carloads, California, Mo., to points in Conn., Del., Me., 
Mass., Md., N. H., N. J., N. Y., Pa., R. L, Vt. and Va., in vio- 
lation of sections 1, 2 and 3, the undue preference alleged being 
for competitors at various points in eastern and southern terri- 
tories and particularly. Rossville, Ga. Asks new rates and rep- 
aration. (John C. Ryan, traffic counselor, 510 Victoria Bldg., St. 
Louis, Mo., and Robert D. Abbott, atty., 2170 Railway Exchange 
Bldg., St. Louis, Mo.) 

No. 27148, Sub. No. 5, Henry C. Jones, Sr., et al., Little Falls, N. Y., 
vs. D. & H. et al. 

Rates, anthracite coal, ints in Pa., to destinations in Herkimer 
County, N. Y., in violation of section 1. Asks new rates and 
a naan (Earle H. Bogardus, practitioner, 109 Swan St., Scotia, 

No. te Sub. No. 1, Advance Foundry Co., Dayton, O., vs. B. & 0. 
et al. 

Rates, sand, points in IIl., Ind., and Mich., to Dayton and Spring- 
field, O., in violation of section 1. Asks reparation. (R. W. 
Schapanski, traffic representative, Fruit Distributors Bldg., South 
Water Market, Chicago, Ill.) 

No. 27253, Nueces County Navigation District No. 1, Corpus Christi, 
Tex., vs. B. & O. et al. 

Combination rafl-water\and rail-water-rail rates, copper bullion, 
bars, slabs and other sméiter, from producing points in Ariz. and 
Tex., via Corpus Christi to destinations in Md., N. Y., N. J., Pa., 
Conn., Mass., and R. I., in violation of sections 1, 2, 3, and 1i, 
the undue preference alleged being for the ports of Houston and 
Galveston, Tex., to Lake Charles and New Orleans, La. Asks 
joint rates via Corpus Christi in connection with the Bull Steam- 
ship Line; also proportional rates to Corpus Christi on a just, 
reasonable and nonprejudicial basis in comparison with joint rates 
applicable to through traffic through the other ports mentioned. 
(Rvrd Harris, t. m\, Corpus Christi, Tex.) 

No. 27254, Hudson Cougty Coal Dealers’ Association, Jersey City, N. 
Ja. V8. C.. of N.. J. al. 

Rates, anthracite coal, mines in base rate districts and the Le- 
high, Wyoming and Schuylkill coal regions, Pa., to Kearny, Har- 
rison, Newark, Elizabeth and Hackensack, N. J., and other points 
in Essex, Union and Bergen counties, N. J., $2 a ton of 2,240 
pounds prepared sizes and pea size, preferential of competitors 
of members of complainant and prejudicial to said members in 
violation section 3, complainants being required to pay rate of 
$2.39 to points in Hudson county, N. J. Ask cease and desist 
an u's — (Milton P. Bauman, 15 Exchange Place, Jersey 

ity, - ds 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


December 27—Washington, D. C.—Examiner R. T. Boyden: 
* Finance No. 9918—Missouri Pacific Railroad Co. reorganization. 


January 3—Washington, D. C.—Examiner Konigsberg: 
22968—Borden Southern Co. vs. N. C. & St. L. et al. 

January 3—Washington, D. C.—Argument: 

* Railway Labor Act No. 9—Chicago Tunnel Co., Chicago Warehouse 

& Terminal Co. 

January 6—Chicago, Ill.—Sherman Hotel—Examiner Trezise: 
27107 and Sub. No. 1—Illinois Coal Traffic Bureau vs. Alton et al. 

January 6—Lake Charles, La.—Majestic Hotel—Examiner Griffin: 
Fourth section application No. 15994—Wooden handles to Lake 
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NOTHING FASTER ON RAILS! 


Make your trip an experience as thrilling as a ride be- 
hind Santa’s famous team. Six months of service have 
proved this the World’s Most Popular Passenger Train. 


SCHEDULE 
Special Holiday Union Station 
Fares save you 1:00 p.m. Lv. Chicago Ar. 7:30 p.m. 
money—and 2:15p.m. Ar. Milwaukee Lv. y 15 p. m. 
there’s no extra 7:30 p.m. Ar. St. Paul Lv. 1:00 p. m. 
fare on the 8:00 p.m. Ar. Minneapolis Lv. 12:30 p. m. 


HIAWATHA. _ Between Chicago and { St ee ite 64 | oes . 
Geo. B. pan, | Passenger Traffic Manager 


hicago, Ill. 


Ste MILWAUKEE ROAD 


TRAFFIC MANAGERS | 


T. J. MCLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
and Statistical Analyses Commerce 


WASHINGTON, D. C. 





Statistical HENRY J. SAUNDERS 
an d ee ee — and 
Cost SiAecounting and ‘Statistical: Matters. 

Analyses and Cte Yoempetteten Toute. 


644 Transportation Bldg. Washington, D. C. 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


peas 


Practicing Successer te Keene & Ames 
before the Interstate Commerce Commission 
INTERSTATE Transportation Bidg., Washington, D. C. 
H. D. DRISCOLL 
COMMERCE Commerce Counsel and Attorney 
COMMISSION Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Terminal Bldg. 
Tulsa, Okla., 1503 E. 27th St. 





CTT 
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Charles, La., and Texas ports. Filed by F. A. Leland. 
Fourth section application No. 16038—Commodity rates to and from 
Lake Charles, La. Filed by F. A. Leland. 
January 6—Lima, O.—Barr Hotel—Examiner Mattingly: 
27121—Ohio Steel Foundry Co. vs. C. B. & Q. et al. 
January 6—Louisville, Ky.—Brown Hotel—Examiner J. E. Smith: 
27169—Stearns Coal & Lumber Co., Inc., vs. A. & R. et al. 
January 6—Washington, D. C.—Examiner C. Edward Leasure: 
Air Mail Docket No. 12—Central Airlines, Inc., vs. Pennsylvania 
Airlines & Transport Co. 
January 7—Port Arthur, Tex.—Goodhue Hotel—Examiner Griffin: 
Fourth section application No. 15965—Salt from Grand Saline, Tex. 
—Filed by K. C. S. 
January 7—Pittsburgh, Pa.—Federal Bldg.—Examiner Armes: 
27013—Joseph Horne Co., et al. vs. B. & O. et al. 
1. & S. 4160—Lime and limestone routed through New York state. 


January 7—Dayton, O.—U. S. Court Rooms—Examiner Mattingly: 
27173—Dayton Malleable Iron Co. vs. B. & O. et al. 
January 8—Washington, D. C.—Argument: 
Finance No. 9791—Southern Pacific proposed abandonment. 
Valuation No, 1082—The Pullman Co. 
January 8—Pittsburgh, Pa.—Federal Bldg.—Examiner Armes: 
27131—Gentile Bros Co. vs. C. N. O. & T. P. et al. 
January 8—Cincinnati, O.—Netherland Plaza—Examiner Mattingly: 
27179—S. A. Gerrard Co. et al. vs. A. C. & Y. et al. 
January 9—Washington, D. C.—Argument: 
9200—Railway Mail Pay (Georgia & Florida R. R., W. V. Griffin 
and H. W. Purvis, receivers). 
25699--Hugh M. Morris and James H. White, receivers, for Southern 
Natural Gas Corporation vs. A. & S. et al. 
January 9—Philadelphia, Pa.—Chamber of Commerce Rooms—Ex- 
aminer Macomber: 
27211—Krebs Pigment & Color Corporation vs. Pennsylvania et al. 
a ile Tenn.—Peabody Hotel—Examiner J. Edgar 
Smith: 
* Fourth section application 16009—Lime to lower Mississippi River 
crossings—Filed by A. F. Leland. 
January 10—Washington, D. C.—Argument: 
1. & S. 4035—Lumber between points in official territory. 
26402—Weyerhaeuser Timber Co. vs. Pennsylvania et al. 

January 10—El Paso, Tex.—Paso Del Norte Hotel—Examiner Griffin: 
1. & S. 4154—Merchandise between Texas Gulf ports and Texas. 
oe, 10—Indianapolis, Ind.—U. S. Court Rooms—Examiner Mat- 

tingly: 
27091—Horace E. Hall vs. Missouri Pacific et al. 
January 10—Boston, Mass.—Hotel Lenox—Examiner Macomber: 
27177—Rhode Island Malleable Iron Works vs. N. Y. N. H. & H. 
et al. 
January 10—Memphis, Tenn.—Peabody Hotel—Examiner J. E. Smith: 
25022—-Missouri Cotton Oil Co. et al. vs. G. M. & N. et al. 
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January 10—Cleveland, O.—Hotel Statler—Examiner Armes: 
26332—-Draper Manufacturing Co. vs. N. Y. C. et al. 


January 11—Detroit, Mich.—Hotel Fort Shelby—Examiner Armes: 
27060—A. J. Bloomgarden & Sons, Inc. vs. Pennsylvania et al, 


January 11—St. Louis, Mo.—Hotel Coronado—Examiner Mattingly; 
1. & S. 4157—Vegetable oils transited at St. Louis. 


January 13—Muskegon, Mich.—U. S. Court Rooms—Examiner Armes. 
27186—Greater Muskegon Chamber of Commerce (for the Centrgj 
Paper Co.) vs. Pere Marquetie et al. 


sJanuary 13—Phoenix, Ariz.—Arizona State Bldg.—Examiner Griffin: 
27122—M. O. Best Co. et al. vs. Alton et al. 


January 13—Schenectady, N. Y.—Federal Bldg.—Examiner Macomber: 
27148 and sub. Nos. 1, 2, 3 and 4—Buff Fuel & Oil Corporation et a) 
vs. D. & H. et al. ’ 


January 13—El Dorado, Ark.—Federal Bldg.—Examiner J. E. Smith: 
27165—MacMillan Petroleum Corporation vs. A. & S. et al. : 


me 13—St. Louis, Mo.—Coronado Hotel—Examiner G. H. Mat. 

tingly: 

* Fourth Section Application 16042—Coal from Kentucky to Arkangas 
and Missouri—Filed by Missouri Pacific. 


January 14—Washington, D. C.—Examiner C. A. Bernhard: 
Fourth section application No. 16008—Feldspar from North Caroling 
—Filed by J. E. Tilford. 


January 14—St. Louis, Mo.—Hotel Coronado—Examiner Mattingly: 
26807—Fuhrer Ford Milling Co. et al. vs. A. G. S. et al. 
January 15—Washington, D. C.—Argument: 
20769—In re refrigeration charges on fruits, vegetables, berries and 
melons from the west. 


oaeey *  aaaaaaad Orleans, La.—St. Charles Hotel—Examiner J. Edgar 

mith: 

* Fourth Section Application No. 16063—Paint material to New Or- 
leans, La., and Mobile, Ala.—Filed by Roy Pope. 

* Fourth Section Application No. 16088—Sulphur, crude, carload, from 
Barba, La., and points in Texas to Cleveland and Toledo, O., and 
points in Mich.—Filed by F. A. Leland and B. T. Jones. 

January 15—Milwaukee, Wis.—Hotel Wisconsin—Examiner Armes: 

27106—Connor Lumber & Land Co. vs. Ann Arbor et al. 
27223—Connor Lumber & Land Co. vs. A. C. & Y. et al. 
27192—Connor Land & Lumber Co. vs. Amn Arbor et al. 


January 15—Johnson City, Tenn.—Federal Bldg.—Railroad and Public 
Utilities Commission of Tennessee: 

* Finance No. 10954—Application of Southern Railway Co. for a cer- 
tificate of public convenience and necessity permitting abandon- 
ment of its Embreeville branch exténding from Embreeville 
Junction to Embreeville, Tenn. 


January 15—Los Angeles, Calif.—Rooms of Calif. R. R. Commission, 
State Bldg.—Examiner Griffin: 
27143—-Port Orford Cedar Products Co. et al. vs. A. & B. B. et al. 


TRUCK TARIFF CIRCULARS 


Counterparts for the Commission’s circulars governing the 
making, filing and changing of tariffs, for the use of tariff filing 
agents of truck and bus companies required to file tariffs with 
the Commission, have been prepared, in tentative form, by the 
Traffic Section of the Bureau of Motor Carriers, for considera- 
tion of the Commission. The Commission is empowered to pre 
scribe rules and regulations governing the making and filing 
of tariffs. The best known of the tariff circulars heretofore 
issued by the Commission is Tariff Circular No. 20, governing 
the making of railroad freight tariffs. 

Copies of the proposed truck and bus tariff circulars have 
been circulated among truck and bus tariff men for suggestions. 
When the traffic section comes to a conclusion as to what should 
be done, it will submit its proposals to the Commission. 

One of the tentative counterparts is to be known as Tariff 
Circular BMCF No. —. That will apply to freight tariffs. The 
other, to govern the making of bus passenger tariffs, will be 
known as BMCP No. —. 

The freight circular sets forth that it contains “rules to 
govern the construction and filing of common carrier freight 
rate and classification publications and contract carrier sched- 
ules of minimum of rates.” The passenger circular informs the 
reader that it carrier “rules to govern the construction and fil 
ing of common and charter carrier passenger rate publications 
and contract carrier schedules of minimum rates.” 

Thus far the proposals in respect of motor vehicle publica 
tions are fewer and simpler than the rules governing the prep 
aration and filing of railroad publications. For illustration, the 
part of the freight circular relating to the construction and filing 
of tariffs consists of 43 pages double-spaced typewritten ma 
terial. The part relating to contract freight rate schedules, col 
currences, etc., brings the whole volume up to 63 pages. 

The tentative passenger circular is composed of 61 pages 
of similar double-spaced typewritten matter. 
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